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FRIDAY, JULY 3. 





Convention of the American Society of Civil 
Engineers. 


As stated in our brief notice of last week, the annual conven 
tion of this society met at Deer Park, Md., in a large hotel 
at the summit point of the Baltimore & Ohio Railroad, some 
2,750 ft. above the sea, on Tuesday, June 24, about 140 mem- 
bers and 60 ladies being"in attendance. The attendance was 
about the same as at the Buffalo convention of last year, in 
spite of the less accessible location. The hotel isa very large 
one, and had just opened for the season, so that the party 
were almost entirely by themselves. 


FIRST DAY. 


The full and careful papers of Mr. E. B. Dorsey on 
‘* English and American Railroads Compared,” and of Prof. 
T. Egleston on ‘‘ The Cause and Prevention of the Decay of 
Building-Stones,” occupied the whole of the morning session. 
As we hope to presenta fuller summary of both these papers, 
we omit them for the present. An interesting statement, 
however, was that the Egyptian obelisk in New York is dis- 
integrating so rapidly that in 15 years, if not placed under 
roof, it will be beyond repair. After heavy frosts, multi- 
tudes of small pieces, from the size of a pea upward, can be 
picked up around it. 

The afternoon session was devoted to reading and dis- 
cussing the committee report on preservation of timber, 
summarized in our issue of June 12. Nothing of especial in- 
terest was brought out in the discussion, which consisted 
largely of questions. 

In the evening the President, Frederick Graff, of Phila- 
delphia, delivered his annual address, giving a summary of 
recent progress in engineering works, a portion of which, in- 
cluding tlie parts of most direct interest to railroadmen, is 
reprinted in another column. 


SECOND DAY. 


The convention met at 10a.m. Mr. Francis Collingwood 
read a paper on **‘ The Preservation of Forests,” the commit- 
tee on preservation of timber having turned over that part 
of their subject to him. Mr. Collingwood found: 

** Ist. The supply of white pine in the United States is cer- 
tain to be exhausted before 1900, and good judges predict 
the same result for the Canadian supply. The price in the 
last 25 years has about trebled at tidewater. It can be re- 
placed by other pines from Canada and the West, or by 
other soft woods. 

**2d. Of Southern pines, at the present rate of consump- 
tion, there is stated to be 150 years’ supply. Even if this be 
greatly underestimated, the geometrical increase in the popu- 
lation of the country and the corresponding increase in con- 
sumption of timber, together with the immense and inevitable 
losses by fire, seem certain to reduce this limit. 

‘* 3d. The supply of spruce in the United States east of the 
Mississippi is not fully given, but there would seem to be not 
over 25 years’ supply. There are, however, large supplies of 
—— other soft woods to be drawn from in Can: and 
the West. 

‘“* 4th. Of hemlock, the supply in the East is about the 
same as that of spruce. It will soon be exhausted in Penn- 
sylvania, New York and the Eastern States. The price has 
about doubled in 25 years, and an advance in price suffi- 
cient to warrant transportation will bring large supplies 
from distant points. 

“Sth. Of hard woods, black walnut began to be used ex- 
tensively less than 25 years ago, and the price has advanced 
to $110 per M. at wholesale. The supply is being rapidly 
exhausted. Ash has more than doubled in price, and oak 
also, in the same time. 

‘“The supply of large timber in all these is destined to 
rapid extinction in the older settled districts. The supplies 
to be drawn upon are so great that we cannot puedo’ a 
famine, except in some of the species. We can say that 
prices will continue to advance, as timber is brought from 
greater distances and the cost of transportation is increased. 

‘*So far as we are eoncerned, as engineers, the matter be- 
comes one simply of cost ; and in this view alone it is evi- 
dently worth our while to economize in the use of timber. As 
a matter of ethics, however, something more is due from us. 
It is our bounden duty to try in every way to prevent the 
terrible losses of timber by fire. Our locomotives are respon- 
sible for an immense amount of this mischief, and the fact is 


discreditable to the profession. In cutting and burning the 
way for new lines through wooded countries, also, forest 


fires are frequently started. In pursuit of our duty we come 
in contact with the backwoodsman, and we can spread sound 
knowledge as to the sure profit eventually to result from the 
preservation of the forests, and particularly of the large 
timber, and inculcate greater care in brush burning and the 
use of fire in other ways in the woods. 

‘** We can also point out the profit that may be expected in 
many parts of the country from the cultivation of certain 
kinds of wood, particularly on ground which would other- 
wise be waste. As engineers, we are called upon to study 
the subjects of water supply, and the effects of floods upon 
structures, and in causing changes in streams, ete. Now, 
however much opinions may vary as to the effect forests may 
cause by inducing local climatic changes there can be no ques- 
tion as to their efficiency as conservators of the water supply of 
the region where they are, and of their tendency to equalize the 
flow of streams and prevent floods. The public at large 
certainly need education upon this very important subject. 
The great unknown factor is waste, and we in common with 
all good citizens are interested in the introduction of some 
thorough system by which this great wrong shal! be done 
away with. If this bedone, and reasonable care be taken to 
replant forests, and circumstances warrant the expectation 
that it can be done with ease, we may safely rely on an 
abundance of timber for generations to come.” 

Mr. Collingwood’s paper was discussed at length. Prof. 
Egleston and others urged the importance of timber culture. 
Mr. A. M. Wellington said he thought that while efforts to 
preserve timber were commendable and the waste inexcus- 
ably great in many parts of this country, yet there is, never- 
theless, no danger of serious public inconvenience from a 
failure of the timber supply. very large proportion of our 
present consumption is in excess of what sound public policy 
and true economy would dictate, and far greater per head 
than in any other civilized country. During four years’ resi- 
dence in Mexico he had been much impressed with the extent 
to which the difficulties of even an almost total absence of 
timber supply could be overcome, While the first cost of 
structures was greater where wood is not used, their perma- 
nence, beauty, comfort and safety from fire are greatly 
increased. Even so much as five-sixths of our present timber 
consumption might stop without permanent injury to our 





industries, as stone, brick, concrete and iron would be used 
instead. 

Mr. E. P. North was sorry to hear the view expressed that 
lack of timber supply was anything but a very serious draw- 
back. The inconvenience in and injury to Mexico were 
almost beyond belief. Mr. Wellington responded that this 
was undoubtedly true as respects such an extreme case as 
Mexico, where timber once cut never grew again, but our 
reproductive timber lands, worthless for other purposes, were 
of such immense area that we were sure of a moderate supply 
forever, anda change from an immoderate toa moderate 
use of timber would not be so great a public evil, even at the 
expense of an increased cost of timber, as to be a legitimate 
cause for alarm. 

Messrs. Latimer and Woodbury followed in remarks sup- 
porting this general view. Mr. Woodbury stated that the 
cost of insuring many mills and other structures was 
increased far more than to cover the saving by using the 
more perishable material. He thought that proper means 
of ventilation, so as.to save timber from dry rot, was one 
of the greatest needs in ordinary building. 

Mr. Collingwood urged that although timber was, no doubt, 
used to excess, yet that reckless waste was always an evil. 
The forests were here, and it was our duty to preserve and 
utilize them to the utmost. 

A very warm discussion on bridge-building details then 
followed for the remaining three hours of the session, brought 
out by a so of Mr. John M. Wilson, Engineer of Bridges 
and Buildings, Pennsylvania Railroad, with some discussions 
of other papers, which from its nature is difficult to summar- 
ize, being of a highly technical character. The mooted ques- 
tior of steel or iron was one of those most earnestly debated. 
Me:srs. Cooper, Collingwood, Roberts, Sellers, tté, Pe- 
grém and others took part in the discussion, which any brief 
suramary would do injustice to. 

The afternoon was given up to an excursion to Cheat 
River. tendered by the Baltimore & Ohio Railroad, and the 
evening to the business session, which convened at the 
late hour of 9 o'clock. The presentation of the report of the 
committee on ‘‘A Uniform System for Tests of Cement” 
was followed by a minority report from Don J. Whittemore, 
member allele (as President when the report was pre- 
pared) of the committee, earnestly objecting to certain pass- 
ages in the report as tending to check improvement. hese 
passages have been recently interpolated, and fix the limits 
of maximum and minimum tensile strength withiu which 
some cements which may be called good fall. The apparent 

urpose was to prevent proscription of cements which show 
ow tensile strength but are otherwise good, but the opposi- 
tion took the ground that it was dangerous and an impedi- 
ment to progress to fix officially limits within which any 
cement might be good, i. e., good enough. In the words 
of Mr. Whittemore, “it takes the heart out of a man who 
is trying to make an 80-lb. cement to have it formally declared 
that 40-lb. cement is good.” Mr. W. P. Shinn and others 
urged that the report be remanded to the committee with re- 
quest to cut the parts objected to from the body of the report 
and add it as an appendix. This, however, was opposed and 
ultimately defeated by the convention, on the grounds that it 
was discourteous to the committee, and that information on 
——— of fact had nosuch tendency to discourage progress. 

n the following morning, however, Mr. W. P. Shinn moved 
that the convention adjourn to go into business session to re- 
consider the question, and after remarks by Professor Egle- 
ston as to the discredit to the Society of not being able to agree 
on a report on such a subject, and some further discussion of 
the merits of the general question, the action of the previous 
evening was finally reversed by a vote to return the report to 
the committee with request to make the change above noted. 

Mr. A. M. Wellington then presented a resolution for the 
appointment of a committee of five on the relation to each 
other of the form of rails and wheels, for what distance and 
at what points it was expedient that they should coincide in 
section so as to give a continuous line of contact, and for 
what distance and at what points it was not desirable that 
they should so coincide. Hestated that proceedings in recent 
years in the Master Car-Builders’ Association, while involv- 
ing no official action, had nevertheless created a not un- 
reasonable impression that a position had been taken on the 
subject by the car-building interest which has not as yet 
been defended by argument upon the merits of the supposed 
—— although it had been seriously attacked. The 
Society of Civil Besineens seemed a peculiarly suitable body 
for the proper consideration and discussion of a question of 
this kind, which was one of great public importance. 

Mr. Charles Latimer seconded the resolution, and urged 
that it be extended to include a recommendation of standard 
rail sections, but on objection that so large a subject was too 
much to attempt at once, withdrew the suggestion and the 
resolution passed. Under the constitution the resolution goes 
first to the board of directors and then to letter ballot before 
it is finally acted on. 

Mr. Wellington then brought up the question of broadening 
the basis of the Society to include local sections by assimilat- 
ing with it the various local engineering societies in our lead- 
ing cities, as suggested in a recent paper on “* The Permanent 
Basis for a National Engineering Society,” and moved that a 
committee of seven be appointed by the President to consider 
and report on the subject, with power to confer directly with 
members of the Society and with officers of the local societies 
by circular or otherwise. Mr. E. L. Corthell and others 
seconded the resolution, Mr. Corthell urging that some move- 
ment of the kind seemed very desirable, and should at least 
be fully considered, as it seemed calculated greatly to advance 
the interests of the profession. 

Mr. E. P. North moved an amendment, which was ac- 
cepted, that the committee be instructed to consider if in any 
other way the policy of the ‘Society can be advantageously 
modified. He urged that the mining. mechanicai and elec- 
trical engineers had split off from us and that the policy of 
the Society was coo narrow. Professor Furrtes, Charles 
Latimer and others spoke in favor of the resolution, which 
was then passed with two or three dissenting votes. The 
committee has not yet been appointed. 

Messrs. J. Herbert Shedd, M. J. Becker, Rudolph Fink, 
D. J. Whittemore and Col. Geo. H. Mendell were then ap- 
pointed a committee to nominate officers for the ensuing year, 
and the business meeting adjourned, between 11 and 12 p. m. 


THIRD DAY. 


The close attention to business of the two preceding 
days made the members somewhat less inclined to con- 
tinue work as closely on the third day, and the room was 
at no time full, informal “sections” being organized on the 
piazzas for the discussion of subjects of more immediate in- 
terest to those taking part in them than the formal proceed- 
ings. As often happens on the last day of such meetings, 
however, a greater number of valuable papers were read and 
discussed than on any of the preceding dasa. 

Papers on the mechanical filling-in of details on typograph- 
ical maps by John A. Ockerson, of St. Louis, on guard-gates 
at Point street bridge, Providence, R. L, by W. D. Bullock, 
and on submerged wires by Clemens Herschell were first 
read and brought out little discussion, largely because the 
attendance was at first small. 

Mr. E. L. .Corthell read a paper on ‘ Railroads and 
Canals.” He said that experience on the Belgian canals de- 
monstrates that they cannot compete with railways. Railroad 
men 30 years ago concluded that canals cannot hold their 


own. Since then therailways have greatly increased their 
meget, while the canals have been improved but 
little. standard freight car has been determined upon 
that will carry 60,000 ibs. It is proposed to galvanize the 
Erie Canal into new life by an additional expenditure of 
$3,000,000 by the state of New York, notwithstanding that 
the doom of canals is seen in the handwriting on the wall. 
> must succumb to the modern system of rai ing. 

r. Corthell argued in favor of the advantages of ship 
railways over ship canals. The latter must always be more 
costly, and at the same time inferior to ship railways. 

E. P. North, of New York, argued in favor of the enlar, 
ment of the Erie Canal. He said the construction of the 
— Chesapeake & Delaware ship canal and other simi- 

r enterprises will add to the commerce of the world. He 
also commended the Tehuantepec ship railway project. Ship 
railways, he said, do not have an advantage over ship canals 
in reduction of expense of moving tonnage. 

The question of the standard test of cement was again 
brought up from the Thursday evening session, and ac on 
as above noted. 

A resolution was adopted to present a memorial to Con- 
gres asking for an appropriation of $10,000 to enable the 

retary to make the tests of structural material to be pre- 
sented to the United States Chief of Ordnance, and several 
members remarked on its great and admitted importance and 
urged the use of any individual influence. A paper on the 
mouth of the Mississippi, by W. K. Hutton, was also read. 

Capt. O. E. Michaelis, of the United States Ordnance 
Corps, read a paper entitled, ‘‘Can We Make Heavy Guns ¢” 
He argued forcibly in favor of cast-steel guns, and urged 
that there was no necessity for the government to construct 
works of its own. An assured market to private manu- 
facturers was all that was needed. 

Prof. Egleston, of Columbia College, gave an interesting 
description of heavy gun making. 

Mr. Charles Latimer read a paper on railroad organiza- 
tion. He sketched the rise and progress of railroading. The 
future of railroads, he said, isa problem. Pools have failed. 
States have attempted to regulate abuses of railroad sys- 
tems. Railroad commissioners will probably be a perma- 
nency, and will be recognized in every state. Incompetency 
at the head is wrecking half the railroads in the country. A 
railway manager should first have learned to obey before he 
gets the command. It wasdesirable that there should be two 
main departments, transportation and engineering, each re- 
porting directly to the President or General Manager. 

The aération of water was discussed by Chas. B. Brush, of 
Hoboken, N. J. He described his treatment of the water 
supply to get rid of green scum and bad taste. Deficiency of 
oxygen in the water was the cause of the troubles, and he 
found the same fault existed at the Baltimore reservoir on 
his visit last Monday. The water at Baltimore is improved 
7 keeping it in motion, but is not yet what it should be. 

r. Brush keeps the water at the Hoboken reservoir in con- 
stant motion. Sanitary experiments are in progress to de- 
fine the causes and remedy. Vegetable organisms are re- 
sponsible for the bad odor and taste. 

Prof. 8. W. Robinson, of Ohio State University, read a 
paper on the vibration of of bridges, and Mr. Wm. P. Shinn 
read a paper on the power of brakes for railroad freight cars, 
giving the results of some valuable and important experi- 
ments on the American Brake Co.’s brake gear recently made 
under his direction. He said that while great improvements 
have been made fn almost every other department of rail- 
roading, most freight trainsare controlled with the same kinds 
of power that were used 30 years ago, and that it was 
time that the question was taken hold of in earnest. 

Mr. Chanute pointed out the great difference between our 
railroad organizations and European. Trained engineers 
were in charge of all the maintenance departments as is now 
the increasing practice here. A recent investigation had 
shown that among the most prosperous roads 90 per cent. 
had never trained as engineers in the responsible managing 
positions. 

Mr. T. H. Johnston, of Lima, Pa., read a paper on the 
strength of columns, which, with a brief discussion, closed 
the technical proceedings. 

Resolutions of thanks were unanimously voted to the Balti- 
more & Ohio Railroad Co. and its officers, to Mr, 
Mendes Cohen, the Chairman of the convention, and to the 
citizens of Baltimore for courtesies to the Society Monday. 
The convention finally adjourned at 5 p. m. 

The place for holding the next convention will probably 
be determined at the annual business meeting next January, 
in New York. The members all agreed that the Deer Park 
convention was the most satisfactory ever held, and that 
much more business was transacted than on any previous 
occasion. The Society has an invitation to meet next year 
in London, England, at the time of the American Exhibition, 
but it is not thought that it will be accepted. 

As one of the Baltimore papers truthtully said: 

‘* The society was pre-eminently a working body. It has 
held lengthy sessions, and paid close attention to all the papers 
read and the discussions which followed. The members 
talked engineering in the recess of the convention, and were 
in no sense a pleasure-seeking company. The ladies took care 
of themselves very well, and enjoyed their visit. Mr. T. 
Harrison Garrett and other Deer Park cottagers placed their 
carriages at their service, and there was dancing in the even- 


ing.” 

The annual banquet in the evening, after adjournment, was 
also a very successful affair, participated in by about 150 
members and guests. Messrs. Mendes Cohen, Vice-President 
Samuel Spencer, of the Baltimore & Ohio Railroad, Don. J. 
Whittemore, Frederick Graff, Julius W. Adams and others 
responded to toasts. 

EXCURSIONS. 

On Monday afternoon, June 22, a railroad and steamboat 
excursion to various points of interest in Baltimore harbor 
was made by invitation of the Baltimore & Ohio Railroad 
Co., under the escort of David Lee, General Superintendent; 
C. K. Lord, General Passenger Agent ; W. N. ling, Engi- 
neer, and other officers of the road. The party visited the 
terminal facilities at Locust Point, including the large ele- 
vators at that point, the large wooden dry-dock, Fort Mc- 
Henry, Fort Carroll, and landed at the large reservation on 
the water front at Curtis Bay, about 9 miles from Baltimore, 
which the Baltimore & Ohio has secured in advance against 
future needs, but which is as yet occupied only by a single 
dock, chiefly for the use of excursion parties. A .display of 
especial interest was the local fire ——- organization at 
Locust Point, which was called out by a special alarm, and 
made an excellent showing. In addition to the usual station- 
ary pumps and steam-tug service, the fire service includes 
special fire pumps mounted on top of some of the yard en- 
gines. Seven streams were brought into action very quickly. 
A visit was also made by carriages to the Baltimore (Gun- 
powder) Water-works by some 20 of the engineers, under 
the escort of Mr. Robert K. Martin, Chief Engineer. 

In the evening the entire party attended the Academy of 
Music, at the invitation of the Baltimore & Ohio Railroad 
Co., and on the folowing morning left by special train, con- 
sisting exclusively of private cars and parlor or sleeping cars, 
for Deer Park, stopping an hour at the Mt. Clare shops, and 
passing over the old line, where various points of interest were 





examined, notably where Peter Cooper's early engine had its 
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race witha horse and (by an accident) was beaten, and the 
old planes operated by horse-power before the advent of the 
locomotive. Two of the old ‘‘grasshopper” engines, having 
vertical cylinders driving two one-sided walking-beams and 
thence by gearing actuating the drivers, are still in use for 
switching purposes inthe Mt. Clare yard, and attracted 
special attention. Their ap cein motion is ridiculously 
similar to a grasshopper’s, but they still dovery good service. 
They were illustrated in the Railroad Gazette for Nov. 
17, 1876. 

On Thursday afternoon an excursion was made to the 
Cheat River grade and Kingwood Tunnel (the only excursion 
which interrupted the proceedings of the convention), where 
the old cast-iron Tray Run viaduct, one of the first works of 
the kind in the United States, if not the very first, and the first 
important design by Albert Fink when a very young man, 
was examined with especial interest. It is now being re- 
placed by a modern viaduct on an improved alignment. The 
old 10 per cent. temporary line across the mountain at King- 
wood ‘Tunnel, which was used for the trains about 1852, 
while the tunnel was being constructed, was examined with 
especial interest, as having been at the time, and indeed still, 
an example of unequaled boldness, 

Saturday forenoon, after adjournment, the members going 
East were reconveyed by special train to Baltimore, and car- 
ried around the city by the now little used track to the ferry, 
which has heretofore afforded direct connection with the 
Pennsylvania tracks. Here the Pennsylvania Railroad had 
placed a special train of three coaches, which was put 
through to Philadelphia and New York on a ** limited” sched- 
ule, doing some exceedingly fast running, as had also been 
done during the morning on the Baltimore & Ohio lines. On 
both roads 15 to 18 miles in as many minutes were run by 
the timing of members, and three or four successive miles in 
57 to 58 seconds each. The unexpected courtesy of the 
Pennsylvania road, however, in running a special train, was 
especially appreciated, as by the usual process of depletion 
the party had been much reduced by the time it reached Bal- 
timore, so that it might have been carried by the regular 
trains without other inconvenience than delay, and there 
seemed less reason to expect such an attention than if the 
convention had been held on its line. An informal meeting 
of the passengers was therefore held on the train, and the fol- 
lowing resolution passed unanimously : 

** Resolved; That the thanks of tne American Society of 
Civil Engineers, and especially of those members here pres- 
ent, are due and tendered tothe Pennsylvania Railroad Co. 
for their unsolicited courtesy in placing a special train 
at their service for returning to New York, and that the 
General Manager of the company, Mr. Chas. E. Pugh, be 
furnished a copy of this resolution and informed that the 
courtesy is the more highly appreciated in that it could the 
less reasonably be expected, as tendered only to a portion of 
the membership in attendance at the convention.” 

Mr. A. M. Wellington was appointed Secretary of the in- 
formal meeting and instructed to forward a copy of tbis 
resolution to the General Manager, with the thanks of those 
present. 








Progress of Engineering in 1884. 


Che following is the part relating to railroads, bridges and 
tunnels of the annual address of the President of the Ameri- 
can Society of Civil Engineers, Mr. Frederick Graff, at the 
late convention at Deer Park, Md. After speaking of the 
rapid progress now made in inventions and the arts, so that 
even a summary for a single year has interest, although 
often, as in the past year, no positively new principle might 
be developed, Mr. Graff said : 

The progress made in railroad construction in this country 
has been less than for several previous years; the number 
of miles of new roads built, it is stated, did not exceed 4,400, 
upon about 166 different roads, being an average of 26 miles 
to each. This is less than in any yeur since 1879. 

There has been considerable advance made in the rate of 
speed upon most of the principal trunk lines; we have torecord 
the fastest short distance, ordinary daily travel, made in 
the world to the Baltimore & Ohio road, on that part of its 
line between Baltimore and Washington, where a distance of 
10 miles is daily covered in 45 minutes, being an average rate 
of 53 1-3 miles per hour. 

A speed equally wonderful, when the long distance traveled 
is considered, is being daily accomplished upon the Pennsyl- 
vania Railroad from New York to Chicago, a distance of 
912 miles; the average running time made is a little over 
38!¢ miles per hour. 

From a table recently published we learn that the Pennsyl- 
vania road runs trains from New York between Jersey City 
and Germantown Junction, 84 miles, at the average rate of 
19.4 miles per hour. The fastest English trains for about the 
same distance (80 miles) are run at the rate of 471< miles per 
hour. Upon the French roads, for runs of about the same 
distance, the fastest record is 4414 miles per hour. 

By way of comparison of the early and present locomotives 
and speed of travel, the Baltimore & Ohio Railroad, over 
whose tracks we have been brought to this spot, will affordja 
good example, 

The first locomotive built in this country to carry passen- 
gers was constructed by the late Peter Cooper, and com- 
menced running in 1830. Its weight was less than one ton, 
drawing one car, containing 36 passengers, at the rate of 13 
miles per hour, 

To-day trains pass over the road of the same company be- 
pats Baltimore and Washington at the rate of 5314 miles 
per hour. 

The last and heaviest locomotive built has just been finished 
by the Baldwin Works, Philadelphia, weighs about sixty- 
four tons, has 10 driving-wheels, and a capacity to draw 500 
tons up a grade of 105 ft. to the mile. 

Cable roads for street traffic are increasing in number and 
are now in use in San Francisco, Chicago, Detroit and Kan- 
sas City. Several lines are being constructed in Philadel- 
phia; the general plan which originated in San Francisco in 
1873, with modifications to suis the particular locality, is the 
one usually adopted. 

The elevated road just completed in Brooklyn is, I believe, 
the only oue of that kind finished during the past year. 

The cantilever tn for long-span railway bridges is 
much in favor. It is believed that the first of any promin- 
ence built upon this arrangement was erected under the 
direction of one of our fellow members, over the Kentucky 
River, on the line of the Cincinnati Southern Railway. This 
has a total length of 1,125 ft., and aclear span of 300 ft., 
and was finished in the year 1877. 

The Niagara cantilever bridge was re-tested during the 
year and has shown remarkable immunity from changes, 
giving increased confidence in its stability and the correct- 
ness of the principles of its construction, which have been so 
fully elucidated in the interesting and valuable paper re- 
cently read before the society by our fellow member Mr. C. 
©. Schneider. 

The grandest work of this character is the bridge now 
building over the Frith of Forth. The construction of a 
bridge of 22 spans, two of which are of the enormous length 
in the clear of 1,700 ft. each, is certainly a most formidable 





(JuLy 8, 1885 








undertaking. The compression members of the spans will 
consist of tubes, composed of steel plates bent to form, and 
properly united by H-beams; they will vary in diameter 
trom 12 to 3 ft. The tubular form, of course, presents 
no novelty of principle, it having been used in the St. 
Louis, and other structures, but the size is unprecedented. 
The large piers consist of four cylinders each, of 70 ft. diame- 
ter at the lower cutting edges; they are sunk by the pneu- 
matic system. Serious difficulties have not been encountered 
in sinking them to the depths of 68 to 88 ft. No new methods 
are employed, and none that were not successfully used at the 
St. Louis and the East River bridges, and are at present fol- 
lowed at the new bridge building across the Susquehanna at 
Havre de Grace for the Baltimore & Ohio Railroad, differ- 
ing, perhaps, only in the details of air-locks, and means of 
removing the excavated earth, and supplying its place with 
concrete. 

A cantilever bridge has also been completed across the St. 
John’s River, to connect the Intercolonial railways with 
those of the United States. It has a clear span of 479 ft.— 
9 ft. more than that at Niagara Falls. This completes a 
link whereby the time between New York and Halifax can 
be shortened 23 hours, and will eventually be the means of 
reducing the trip from New York to Europe very materially. 

The work of sinking the pier foundations for the bridge 
now building at Havre de Grace for the new line of the 
Baltimore & Ohio Railroad is being prosecuted with much 
vigor, and presents examples of the most advanced practice 
in the pneumatic method of sinking caissons. This work is, 
as you are aware, being carried forward by niembers of our 
Society. 

The Tay bridge is now being built upon improved plans 
and on a new alignment. The resources now at the com- 
mand of our bridge-builders, modern improvements in the 
manufacture of steel, with more reliable knowledge of its 
powers of endurance and resistance, make it possible to 
overcome difficulties that within a few years past would 
have been considered, if then proposed, as almost absurd. 

It is scarcely necessary to point out how much has been 
done to increase the security of such structures, and modify 
their cost by the now very general use of improved testing 
machines, those belonging to the government and such as 
are owned by bridge manufacturers and others. 

This society can look with satisfaction to its efforts in 
influencing and fostering the use of such means. 

Next in order to the transport of railways over rivers comes 
to be mentioned the means of carrying them under streams 
and through mountains. 

Of the former the tunnel under the Mersey, between Liver- 
pool and Birkenhead, has been carried to completion. Opera- 
tions were begun in 1880. Four thousand two hundred feet 
of its length is under the bed of the river. It is through red 
sandstone, and was driven by means of the Beaumont ma- 
chine. There is a drainage tunnel under the bed of the road 
7 ft. diameter, anda similar passage of the like diameter 
near the top of the main tunnel for artificial ventilation. 

A tunnel for the use of the Great Western Railway, of 
about 4!¢ miles long, was commenced under the. Severn in 
1873. Work was carried on with but little difficulty until the 
drift was within about 130 yards of meeting. A large influx 
of water took place in 1879, thereby delaying the work, now, 
however, approaching completion. 

The channel tunnel, which has caused England so much 
uneasiness, has been driven on the British side for a distance 
of about 114 miles, and on the French side almost half a mile. 
It is found by more than 9,000 soundings that gray chalk 
extends entirely across the channel. Work was done mostly 
by the Beaumont machine, and no very serious impediments 
have been met with. The water so far found is in pockets, 
and perfectly fresh. There is but little doubt that the tun- 
nel could be completed for the amount estimated. Work 
upon it is now suspended. 

The greatest achievement of modern mountain tunneling 
is the Arlberg, reaching from Innsbruck in the Tyrol to Lake 
Constance in Switzerland. Headings were commenced at 
both ends Nov. 13, 1880, were pierced through Nov. 19, 
1883, and the whole completed September. 1884. Two 
methods of doing the work were adopted. Upon the Tyrol 
side Ferroux percussion air-drills were used, and on the Swiss 
side Brandt hydraulic boring machine. The distance accom- 
plished by the air-drills was 14,874 ft., and by the hydraulic 
machine 17,351 ft. The rock, however, on the Tyrol side 
was harder, and presented more difficulties than upon the 
other end. The work was carried on with unexampled 
rapidity, showing remarkable progress in the methods em- 
ployed. . 

The following comparison with the two mountain tunnels 
previously constructed will show the advance made in this 
class of work : 

Length, Cost, 


miles. per ft. 
| eee st 5:54 ade Nabe ob aeennecas Ue $376 
St. Gothard...... Gs RRA RA SCR eke tien cae 9.3 238 
Pc Lt is ccaghip ite eeesseWenn he eked usa ene 6.2 180 


Hydraulic wedges, consisting of rams with cutting edges, 
have been used successfully to force down semi-detached 
masses of rock in tunnels and coal-mines, to a marked extent 
decreasing the use of explosives. 

The Metropolitan District Railway of London has con- 
structed a new section of four miles length, much of it under 
the most formidable difficulties, which may be judged of by 
the cost, which in some parts was $120 per lineal inch run— 
$7,603,200 per mile. 
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Soda Locomotive Engines. 


FRANKFORT, March 12, 1885. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

In your paper of Sept, 21, 1883, a new process of 
propulsion for traction engines where smoke, vapor and 
noise are to be avoided is described. As this process has 
been developed considerably since that time (it was only dis- 
covered in May, 1883) and put into use in various places, I 
think it will interest your readers to give an account of its 
latest phase. 

The improvement in question was invented by Mr. Moritz 
Honigmann, of Grevenberg, near Aix-la-Chapelle (or Aachen, 
as it is called in Germany), in Rhenish Prussia. Mr. Honig- 
mann is a caustic-soda manufacturer, and in seeking for an 
economical method of reducing the dilute soda to a solid 
form, he introduced a closed steam coil into the soda boiler. 
This coil having sprung a leak, Mr. Honigmann observed 
that no steam was given off from the surface of the soda so- 
lution, which led him to the discovery that the latter was 
capable of absorbing large quantities of steam and its con- 
tained heat without giving off vapor ; or, stated in a more 
general way, that it was capable of storing up a large quan- 
tity of power in the form of heat without having the ten- 





sion of its particles materially increased. In this respect it 
is in marked contrast to most substances used in motive 
powers such as water, air and gases, whose tension is increased 
in a high ratio by absorption of heat. It is not, however, 
alone in this peculiarity, which is shared in a less degree by 
sulphuric acid and some other substances. Experiment 
demonstrated that this capacity for absorbing heat increased 
in a high ratio with the concentration of the solution as 
shown by the table below : 
Soda Solution. 


|\Corresponding pres- 


Boiling Point. sure in steam boiler. 


Parts Caus- parts Degrees Fahrenheit. | 
tic Soda ates | Lbs. 
(NaO.H.O) Water. 
100 10 re CO ee 
be 20 BPZ.D = fnccccsessccasioe coneee 
bi 30 392.0 225 
ee 40 365.9 153 
x 50 346.1 115.5 
: 60 330.8 91.5 
’ 70 319.1 76.5 
bs 80 309.2 63.0 
"3 90 300.2 | 54.0 
100 291 2 45.0 
= 120 276.8 | 33.0 
¢ 140 266.0 | 24.0 
| 





The limit of its capacity in this respect would seem to 
the point where the solution becomes too viscid to allow the 
steam to penetrate it at all. In point of fact, the solution 
which is found most practical is one with about 17 per cent. 
of water, whose boiling point is 429°. The capacity of this 
solution to absorb steam is given below, where column 1 gives 
the working pressure carried in the steam boiler, columns 2 
to 5 the percentage of its own weight which a given quantity 
of the solution will absorb without carrying more back press- 
ure than given at the head of the column (which is, of course, 
the pressure in the soda tank at the close of the absorption), 
and column 6 the temperature of the steam to be absorbed 
before giving out its work in the cylinders: 
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Per cent.| Per cent. | Per cent. | Per cent. 
30 80 125 | 200 | 350 277 
45 65 | &8 } 130 | 190 293 
60 51 70 | 98 | 125 308 
75 41 58 80 | 100 | 320 
90 34 48 66 8 6| ~~ 80 332 
105 27 40 55 | 70 342 
120 22% 33 47 60 351 
135 19 28 41 | 52 | 360 
150 16 24 35 46 367 
180 12 18 | 28 3o 381 
225 9 14 22 33 292 
3 2 8 | 12 21 419 


The above solution weighs about 80 per cent. more than the 
same amount of water. It appears, then, that if we dis- 
charge the exhaust steam of an engine carrying 120 lbs. 
pressure into a tank on the same containing a soda solution 
of 429 degrees boiling point at the start, the soda lye will 
take up 60 per cent. of its own weight of steam, or 108 per 
cent. of its own original bulk of the condensed water from 
the steam, while giving enough heat to the steam boiler to 
maintain the boiler pressure intact and causing a maximum 
back pressure of 2214 lbs. If the water in the boiler is al- 
lowed to run down, in which there is no danger under this 
process, the joint weight of the soda and water on the engine 
will have remained constant, and the back pressure will have 
averaged about 12 Ibs., probably not more than the usual 
amount caused by the exhaust of a fuel-burning engine. 

The practical operation of the soda engine according to its 
latest developments is as follows: A suitable quantity of 
the properly diluted soda lye raised to its boiling point, is 
placed in a closed tank in intimate contact with the steam 
boiler filled with steam and water in the usual proportions 
and at the working pressure (or the water may be put in cold 
and the steam raised by the heat of the soda lye). Upon 
opening the throttle steam passes into the cylinders, does its 
work, and passes into the soda solution through the exhaust 
pipe, which ends in a perforated tube extending through the 
soda, the remaining heat being absorbed into the latter. 
The pressure in the boiler will decrease and the temperature 
of the soda will rise until the difference of temperature repre- 
sents the work being done in the cylinders ; after which it 
willremain nearly constant while the same amount of work 
is being done. If, however, we give the engine more steam, 
the temperature of the soda lye will be increased, and that of 
the boiler water also, though in a less degree, as the difference 
between the two must represent the work being done. 
On the other hand, if we shut off steam the temper- 
atures will tend to approximate. This action makes the 
machine an automatic heater, responding by greater heating 
to the larger amount of work called for. This curious 
feature of the process, which goes to such an extent thaton a 
considerable run with heavy work the temperature both of 
the soda and of the steam may be higher at the end than at 
the start, is apparently due to the greater heat storage capac- 
ity of the more concentrated lye, causing its temperature to 
rise as it becomes diluted, and with it, of course, that of the 
water in the boiler, while the absolute quantity of power 
stored in the two is diminishing. 

The power stored in the soda and steam together must, of 
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course, steadily diminish until a point has been reached when 
the soda is so dilute that it can no longer maintain the differ- 
ence of temperature necessary to make steam without in- 
creasing the back pressure in a still higher ratio. This point 
is indicated when the soda tank is open by sinking of the 
boiler pressure, and if closed by increase of the pressure in 
the soda tank above the resisting capacity of the latter. 

The soda lye is now discharged and a new charge of hot 
condensed soda taken in. The change takes place according 
to the present arrangement at a fixed engine station, with 2 
ordinary cylindrical boilers placed side by side, as shown by 
figs. 3 and 4, and with a reservoir (not shown) to contain 
the diluted lye. Under one of the boilers is placed the fire 
grate. The fire after heating one boiler passes under the 
other to the chimney, or may be still further used, if the heat 
is not entirely removed, to heat water in a third boiler for 
the locomotive supply atthe beginning of atrip. The diluted 


lye from the locomotives is forced up into the above-men- 
tioned reservoir by opening a connection between the boiler 
and the soda tank of the locomotive. The charge being all 
out, the boiler connection is closed. The tank is then coupled 
to the fixed boiler over the fire, containing hot concentrated 
lye, and the pressure in the soda tank being relieved, the lye 
flows down from the fixed boiler into the sodatank. The 
engine is then ready for another trip. The diluted soda from 
the engine passes out of the reservoir into the tank furthest 
from the fire, and after being condensed a certain amount, 
determined by thermometer, it is transferred to the boiler 
over the fire where it gets its final preparation. 

The completion of this is also indicated by thermometer, 
the boilers having free vents for the vapor driven off by the 
fire. The amount of water evaporated out of the soda per 
pound of coal used is a general test of the economy of the pro- 
cess, This has risen from 4.5 to 1 to7.1 to 1 from the earlier 
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SODA STEAM ENGINE. 


Fig.S. 





operations to the later ones. This is in itself not a brilliant 
result. It is to be considered, however, that the process is in 
itsinfancy. Itisalso to be considered that the method of 
| heating in the boiler powerfully superheats the steam, as I 
will point out below, and it will be evident that the result is 
better than it appears. Some comparative trials between a 
first-class fuel-burning locomotive and a Honigmann engine 
doing the same work showed the use of steam by the two to 
be respectively as 42 to 37, which would bring up the 7.1 
Ibs. of water to over 8 lbs. As the advantages of the ma- 
chine do not depend entirely on the economy, and as the dis- 
covery is only two years old, this may be considered a fairly 
good result. 

Coming now to the details of the application, figs. 1 and 
2 give a section and side view of one of the four dummies, 
which have been in use on the Aachen-Burtcherd tramway 
since last July (some of them began later). As will be seen 
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itis arranged very much like dummies on our street roads, | 
except for the absence of smoke or steam vents. This one is 

geared up. Those built later have direct-acting cylinders 

placed beneath the car and are fitted with water tanks be. 

tween the axles. The boiler shown, with curved top and 

bottom, is made of wrought iron as usual, and is bolted on to 

the soda tank, which is of copper, while the stub ended tubes 

which run down into it from the boiler and constitute the 

heating surface are of brass 3-16 in. thick. 

In regard to this construction, the form of the boiler and 
its position and the nature of the materials used have been 
determined by the desirability of avoiding contact between 
the hot soda lye and wrought-iron. Up to about 280° F. 
with an 83 per cent. soda solution, neither cast or wrought- 
iron is perceptibly attacked by the lye, while neither copper 
nor brass is affected by the chemical action of the lye at 
any practical temperature. An experiment with bundles of 
wire of the three materials boiled for 7!¢ hours in a solution 
of a boiling point at first 285° F., and at the close 392°, gave 
the following results. 


1} | 
: . Copper || | 
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Up to 310° the action of the lye on wrought iron can be 
entirely prevented by introducing a certain quantity of oxide 
of iron into the lye which causes the formation of a protect 
ing seale. As this dissolves at about 311° to 312° it has not 
been of much value in itself for soda tanks, but Mr. Honig- 
mann has made a practice of introducing a charge of it into 
the soda tank after the refilling of the tank is complete and 
after the vent for the escape of air from the tank during filling 
has been closed. This is done on account of its immediate ab- 
sorption of the carbonic acid gas given off from the lye, 
causing a vacuum of about 12 Ibs. to be formed in the 
soda tank. This vacuum is not entirely lost until after an 
hour’s working of the ordinary street dummies, and, of 
course, has a very favorable effect on the power developed. 

Returning now to the drawing, the exhaust will be seen on 
the left of the boiler passing through a check valve and then 
down into the soda tank, in which it ends in a perforated coil 
of pipe at the bottom. 

The steam pipe in this engine is taken directly out of the 
steam space to the cylinder, but in other cases it has been 
carried one or more times the length of the soda tank for su- 
perheating. This is particularly shown in a representation 
of an old locomotive of the Aachen-Jiilich Railway, which, 
with diagrams showing the relative steam and soda tempera- 
tures, may be found in Engineering of Fe. 27, 1885. These 
diagrams are well worth the study of any one who is inter- 
ested in this remarkable application of motive power, as they 
illustrate forcibly the automatic adjustment of the heating 
effect to the work to be done. 

The latest form of railroad locométive boiler which has 
been developed by Mr. Honigmann is shown by fig. 5, in 
which it will be perceived that the water is contained in the 
end divisions of the boiler, which are of wrought iron, except 
the tube plates toward the middle division. These and the 
tubes and shell of the middle division, which is to contain the 
lye, are to be of copper or brass, which ueed not be of great 
strength, since in the shell it has only to resist the back press- 
ure allowed, and the tubes and tube-plates are of such forms 
and sizes, and so strongly stayed by their mutual action, as 
to offer great resistance to the steam pressure. In this boiler 
it is intended that the water shall circulate as shown by the 
arrows, while the steam generated at the front end is returned 
by the large tubes A through the soda tank before passing 
to the cylinders, being thereby strongly superheated. 

It has been claimed that this form of apparatus requires ex- 
cessively large heating surfaces. This would not be natural, 
since the heating of one liquid by another is much more rapid 
than by a gas; and the claim seems to be fully disproved by 
the practical results with both tramway and railroad engines, 
even in their present development. In the former, engines 
developing 15 horse-power for 414 hours, with a single charge 
of lye have 105 square feet of heating surface. The master 
mechanic of the Aachen-Julich Railway has made affidavit 
that the Honigmann 45-tons engine on his road with 913 
square feet heating surface has drawn 192 tons over his road, 
which-has grades of 1 in 65 and curves of 813 feet radius; 
with entire satisfaction, while Henschel engines of the same 
weight with heating surfaces of 989 square feet draw only 
180 tons. It will be seen that the soda engine has only its 
water and soda to pull as engine load, the weight of which is 
available for adhesion, while the other engine required a 
tender with the fuel, which probably accounts for the diffe- 
rence of pulling capacity. The same affidavit mentions a 
trip over the same road (32 miles) with a passenger train run 
on time with a load of soldiers amounting to 130 tons, driving 
which the charge of 1,315 gallons of soda lye evaporated and- 
absorbed 1,710 gallons of water. The report does not state 
whether the return run had to be made with the same soda, 
but I believe this is the case, since there is only one condensa- 
tion station on the line. This same engine has been for many 
months in the regular service of the road, and the fact of its 
being assigned in Germany to the duty of military transport 
is pretty good evidence of its reliability. 





or a pump, precisely as in an ordinary engine. The danger of 
overheating plates or tubes is entirely removed. There is no 
possibility of a boiler explosion during operation, since the 
boiler pressure only increases as called for by the work given 
out, and cannot rise above a certain limit. There is no smoke, 
gas, or vapor of any sort emitted, and the soda, so far as it 
appears, is not in any way consumed, but lasts indefinitely ; 
going through a continual round of dilution and concentra- 
tion. With a proper disposition of materials, as indicated 
above, there is also no destruction of the boiler or tank by 
heat or chemical] action, apart from the effects of interior 
scale. The formation of the latter and the effects of unequal 
expansion and contraction must also be very much dimin- 
ished, as the difference of temperature between the water and 
the lye ranges only from 5° to 30°, instead of hundreds of de- 
grees, as in the fuel-burning engine. Furthermore, this small 
difference of temperature is nearly constant over the whole 
extent of the heating surface, instead of ranging from nearly 
nothing at the smoke-box and to an enormous amount at the 
fire-box. This uniformity of heating must in itself be a source 
of economy in steam producing, through the consequent ab” 
sence of foaming. 

_ Mr. Honigmann is having two 45-ton machines built to 
run on the St. Gothard road on the grade of 1 in 40: be- 
tween Erstfield and Goschenen, at the northern end of the 
tunnel. They will prove particularly economical there, if 
successful in handling the heavy traffic, since the company 
has its air-compressing plant still in place, with which the 
water-power available can be applied to evaporating the 
diluted lye. If this proves a success, it opens a fine field for 
the application of a little driblet of Niagara to running the 
collective railroad divisions radiating from its vicinity. 

The immediate and obvious utility of the invention is for 
all sorts of tramway, mine, underground and elevated rail- 
roads, where avoidance of noise and smoke are of the first 
importance. The difficulties of the London Underground 
Railway ‘will vanish at once if, as 1 see no reason to doubt, 
the Honigmann engine is found capable of handling the 
traffic. It is also proposed to apply it to small steamers and 
torpedoes. For the latter it would be particularly profitable. 
It is also eminently applicable in all cases where the duty of 
the engines is over short periods, admitting of ready recharg- 
ing of the soda, and where economy of first cost—smal] 
cylinders, etc.—is an object, since it will be evident that the 
use of expansion on these engines finds its chief utility in 
lengthening the period of duty ; for the heat remaining in 
the steam is reabsorbed into the boiler, whether it be great 
or small, 

Below I give the cost of plant and operation of the motive 
power of the Aachen street railroad : 
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Cost of Operation Per Day. 
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As three machines were kept at work, one being in reserve, 
the operation of each machine cost $4, and as each ran daily 
not less than 60 miles, the cost per train mile was $0.067. 
Part of these trains were of 2 carseach. In Germany the 


horse cars is $0,104. 
An item in Engineering of Jan. 30 last states cost of 


half the cost of horse traction in England. The same item 
states that Messrs. Merryweather’s new engines for the Lon- 
don tramways show neither vapor nor steam, (the latter be- 
ing condensed), but I think a vent is given for the gases at 
least, which would be pretty good evidence that such are 
emitted. The weight of the engine is not given, but fire-box, 
condenser and coal for the trip must certainly weigh more 
than Mr. Honigmann’s soda tank with its charge, while it 
may be generally assumed that it would not be safe to burden 
the driver of a street dummy with the care of his fire in addi- 
tion to other duties. It is also evident that certain items in 
the Aachen cost of operation would not increase in propor- 
tion to increased business, such as evaporating station and 
stoker for same, and reserve engine. 

The relation of the cost of steam to horse traction would 
be much more favorable with us where labor is so much 
more expensive, particularly on roads where 2-car trains 
would be the normal mde of operating. 

The ease of trying the soda condenser experiment is an im- 
portant feature in its favor, as it requires only the special 
fitting up of an engine boiler and the patching up of any 
pair of old boilers for the evaporation. 

For regular use the latter should be of copper, at least in 
the parts in contact with the lye. W. Howarp WHITE. 








Some Thoughts on Railroad Stations. 


To THE EDITOR OF THE RAILROAD GAZETTE: 

Many of the good things in your paper seem to be received 
and swallowed whole in the same way that most careless 
mortals receive all their blessings—without a word of thanks. 
We are so accustomed to receiving a satisfying installment of 
good things-in your columns each week that we take it asa 
matter of course, same as selfish, untrained children do their 
parents’ unnumbered benefactions, and take it for granted 
that you know we appreciate what you give us. 

This line of thought is suggested by the admirable series of 














The water in these engines is fed in either with an injector 


articles by Mr. Charles Paine which you published a few 


months ago. Little or nothing has been said about them, 
and yet I know they must have been widely read and valued, 
for they are not only specimens of masterly arrangement 
and statement of facts that we already know (but don’t know 
well enough), but alsoembody numerous original notions 
which approve themselves to every one’s common sense, while 
at the same time they carry weight by their clear and simple 
statement as wellas by reason of the name attached to 
them. 

Every station-agent who reads Mr. Paine’s observations 
about station buildings at once sees that they came from a 
person who has a heart as well as a head, which unfortu- 
nately seems to be only partially true of many railroad officers 
who order, and architects who build, station buildings for 
human beings to work (and live) in. To this last-named class 
—those who have to spend many hours daily or nightly in 
ticket and telegraph offices—this subject is a vital one, and it 
could be wished that Mr. Paine had spoken more emphatic- 
ally and at length, so as to draw more general 
attention to it. In default of this, a few points in the line of 
his text, which are born of experience, may not be unprofit 
able, and I beg to offer a few thoughts on station houses con- 
sidered as offices to do business in instead of merely as waiting 
rooms. These thoughts are chiefly expressed in the accom- 


ory and can speak more intelligently than I'can through the 
types. The doors, windows and other details are omitted as 
they’ are not necessary to the present purpose. 

There are, unfortunately, numerous instances on nearly 
every road in the country where Mr. Paine’s strictures are ap- 
plicable and needed, so that I offer no apology for enlarging 
upon the subject. The custom of building stations solely with 
a view to the accommodation of patrons, and without regard 
to the convenience of workers in them, is so universal that 
any other plan is hardly thought of. Not only are the work- 
rooms made so small as to preclude all possibility of decent 
ventilation, but the supply of light and even heat is often left 
entirely to chance. The reasons for the extensive prevalence 
of the present fashion may be briefly stated. In the first 
place, buildings must be long and narrow ; for no other 
reason, apparently, than that they must stand as largely as 
possible on the regular right of way, so as not to 
necessitate the purchase of additional land. The office 
must be small, frequently for no other reason than to 
preserve a semblance of symmetry in the general plan of the 
waiting-rooms; and for small water-closets and baggage- 
rooms no better excuse is offered than general penuriousness, 
the limit of extravagance having been passed before these 
are reached, and the unexpressed thought that they are 
necessary nuisances at best. With the ordinary method of 
ventilation (or non-ventilation) it is impossible to a preserve 
decent atmosphere in a much-used water-closet unless the 
room is large. One, two or more men breathe just as fast and 
need just as many cubic feet of air per hour when they are 
working at a small station as when they are at a large one. 

In the plans herewith given the toilet-rooms are much 
larger than is customary, but they are by no means recom- 
mended as the maximum in size. By the term toilet-room is 
meant, of course, the one room which is generally used for 
dressing-room, wash-room, water-closets and urinals. 

Fig. 1 presents the prevailing idea of a passenger station 





average car mile traction cost for horse roads using 1 and 2, 


of what we may call the second grade—say for towns of 
(5,000 to 20,000 inhabitants ; large cities being denominated 
| first grade and the smaller villages third. The office could 

be made larger but it would make an unsightly projection in 
one of the larger rooms. The toilet-rooms are small for the 
same reason, and because a projection outward of the main 
walls would cost too much, or would extend beyond the com- 





dummy traction to be 3d., or about 6 cents per mile—about | 


pany’s line. 

| Where the building must be long and narrow, fig. 3 offers 
a very simple expedient by which plenty of office room, and 
at the same time an amply supply of daylight for the ticket- 
seller can be had. The semi-triangular form of ticket-office 
'ought always to be retained, if possible, as it is unreason 
able to ask the seller to spend half his time walking 
between two distant windows, and unpleasant for all 
classes of passengers to huddle around a single one. There 
are always likely to be partially intoxicated, dirty and 
otherwise offensive passengers whom it is not ex- 
pedient to arrest or drive away, and ladies and children 
should not be compelled to be jostled by them. An aged 
tramp may frequently pollute the air around the men’s win- 
dow during the time a dozen women are buying tickets at 
the other, and oftener than otherwise these episodes occur 
when time is short and every one is in a hurry. Two 
windows in a line with each other, as in fig. 4, are less 
desirable than the triangular plan, because with the latter it 
is generally easier to arrange to have a partition separate the 
people at the different windows. 

In using plan fig. 3 it is necessary to have the two water- 
closets in opposite ends of the building, which is sometimes, 
as at very small stations, a disadvantage, and possibly a 
source of unwarrantable additional cost; but the arrange- 
ment shown in fig. 2 obviates this and at: the same time 
gives ample room. The length of the toilet-room, as well as 
the ticket-office (in fig. 2), those rooms being at right angles 
to the track, is limited only by the amount of land available, 
and it would seem as though, even at additional expense for 
ground, it ought to be regarded as some slight advantage in 
building a house of this shape, to be able to avoid the tedious 
monotony of oblong station houses which oppress the traveler 
everywhere. 

“ Where uniformity in the stations of a road or division is 
desired fig. 2 is very simple, as different sized buildings need 





little change but in the width of the waiting-rooms. Fig. 2 
as here shown has about the same amount of floor space as 
fig. 1. A long office with one end near the centre of a square 


panying rough sketches, which are calculated to aid the mem-~ 
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building complicates the question of light somewhat, but it is 
not an insurmountable difficulty by any. means. The office 
can be made high enough to admit of a window above the 
awning which generally shades .it on the track- 
ward side; or a section of the latter can be made 
of glass; or, further, the building can be made two-story and 
light admitted through the upper rooms. The squatty 
appearance of one-story station houses is their universal 
defect. and it would seem as though more two-story buildings 
ought to be put up just for variety, even if the loft were 
rented for a granary or a doctor’s office. Architects might 
then get out of the useless and expensive fashion of running 
the awning or platform roof entirely around the building. It 
is questionable -.whether a properly-covered platform can be 
attached to a building so as to make a combination that shall 
be pleasing to the eye; and it were perhaps well to give up 
the attempt, and make honest plans: acknowledging that the 
awning and the building were not expected to be spliced 
together as one (apparently) continuous structure. 

The references as below are the same in all the diagrams, 
as follows : 

M W, Main waiting-room. 

L W, Ladies’ - os 
’ G W, Gentlemen’s “‘ : 

LT, Ladies’ toilet “ 

GT, Gentlemen’s ‘* “ 

A Ticket office. 


é, Telegraph office. 
B, Baggage-room. 
S, Smoking-room. 
A, Agent’s office. 
P,; Passage-way. 


The projection shown in each plan, by which the occupant 
of the ticket-office is enabled to have windows to see up and 
down the line, indicate which side of the building is intended 
to face the track. There are, strange to say, so-called rail- 
road architects, even now, who erect station-houses without 
this simple convenience. STATION AGENT. 





Waddeli’s “ Highway Brioges”—Correction. 


ToxK10, Japan, May 19, 1885. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

In the review of my treatise on ‘‘The Designing of Ordi. 
nary [ron Highway Bridges,” published m your issue of April 
10, there is a slight mistake made, viz., the assertion that the 
book contains no list of tables. If you will look again, you 
will find one immediately after the ‘‘ Contents.” 

In respect to the difficulty in finding any particular table, I 
regret that the tables were not so marked that the numbers 
might readily catch the eye. I will have this matter attended 
to as soun as possible, although I fear it is now too late for 
the second edition, which the publishers wrote me some time 
ago would be soon needed. 

If the owners of the first edition will each spend five 
minutes in numbering the tables on the upper right-hand 
corners as folded, the objection raised will vanish. 

As to the reliability of the tables which you speak of, al_ 
though you do not question it, I would state that, with the 
exception of Nos, X XIX. to XXXIII., X XXVIII. and XL. 
they were all either computed by two persons, or checked by 
the method of continued differences, or both. Table X XIX. 
was, as stated in the text, prepared from a diagram, and is 
to be used for estimates only. The other exceptions men- 
tioned are not susceptible of either computation or checking, 
being empirical. 

Some of the tables were prepared either wholly or in part 
for Messrs. Raymond & Campbell, but most of them were 
computed especially for the treatise. 

The correctness of the weights of iron in Tables I., II. and 
III. has lately received additional proof, six of my students 
having each designed according to the method of the treatise 
a highway bridge as a thesis, with a resulting maximum 
error in the weight of iron per lineal foot of less than one- 
half of 1 per cent. As the examples chosen were of differ~ 
ent spans and classes of bridge, the results are very satis- 
factory. 

Thanking you for your otherwise favorable review, and 
for the suggestion about numbering the tables, I remain, etc., 

J. A. L. WADDELL. 











Car Accountants’ Association. 





The tenth annual convention of the Car Accountants’ Asso- 
ciation met at the West Hotel in Minneapolis, June 23. A 
large number of members were present, the Convention being 
the fullest yet held by the Association. After roll call the 
Treasurer reported that the expenditures for the year had 
been $571 and the receipts $565, leaving a deficiency of $6. 

The election of officers being next in order, the following 
were chosen: 

President—Frank M. Luce, Chicago & Northwestern. 

. Vice-President—A. P. Wilder, Atchison, Topeka & Santa 

e. 

Secretary—D. F. Maroney, Baltimore & Ohio. 

Treasurer—E. M. Horton, Lilinois Central. 

Reports of committees being then in order Mr. D. F. 
Maroney, chairman of the committee appointed to wait 
upon the Master Car-Builders’ Association, reported that 
they had acted in accordance with instructions and had sub- 
mitted a plan for the marking of fast-freight cars, which 
plan the Car-Builders’ Association adopted. The proposi- 
tion to mark cars not in the service of fast-freight lines was 
rejected. 

Asa P. Blakslee, from the committee appointed to confer 
with the managers of fast-freight lines, reported that the 
managers refused to take charge of the mileage of the cars 
on their respective lines in order that they might determine 
as to the earnings of each separate line. It was deemed 
advisable to continue the committee another year, and, at 
the request of Mr. Blakslee, C. F. Rand was appointed in his 
stead on the committee. 

Action was then taken on a number of invitations received 
by the Convention. Returning to business, the meeting lis- 
tened to a report by M. C. Trout, of the committee 
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designated to wait upon general traffic managers, with | 
a view of securing a uniform rate of mileage for | 
passenger equipment, who. reported. that uniformity in 
this matter was general, and that the only road not pay- 
ing the uniform rate of three-fourths of a cent was the Nor-| 
folk & Western. J. A. Keesberry, of the committee to con-| 
fer with the managers of the New England railroads in rela- | 
tion to the movement of cars over rvads of that section, and 

also in relation to the methods employed in the New England | 
clearing house, rendered an elaborate report, in the course of 

which he recited the decided advantages arising from the | 
prevalence of the New England system, and recommending | 
that an effort be made to induce the New England roads to 

join the Association. With direct bearing upon this same | 
subject, E. B. Hill, of the New England Clearing House | 
Association, spoke upon the clearing house troubles which are | 
experienced between New England roads and roads of other | 
sections, | 





APPOINTMENT OF COMMITTEES. 

President Luce announced the following committees: 

Publications, J. A. Keesberry, A. J. Speese, Asa P. Blak- | 
slee, D. F. Marony. 

On Subjects for Discussion, H. N. Eastman, C. F. Drew, | 
C. P. Chesbro, H. H. Lyon, J. H. Masten. 

a and Time of Meeting, W. A: Moody, F. J. Hoyle, 
E. L. Hill. 

Constitution and By-Laws, C. F. Rand, J. F. Cochrane, R. 
Toombs, D. L. Mahoney, O. Drezmal. 

The Convention then adjourned until 3 o'clock. 

At the afternoon session W. A. Spaulding, of the commit- | 
tee on record of switch cars, asked for further time, and the ; 
Convention accordingly granted the committee another year | 
in which to investigate and make a report. H. G. Sleight | 
reported on the best means of carding cars, and recommended | 
the adoption of the carding rack invented by C. W. Cush-| 
man, of Buffalo. J. N. Burnham also submitted a carding 
rack, The discussion on this subject was prolonged, -and the 
question was handled by Messrs. J. E. Wardley, C. P. Ches- 
bro, C. W. Cushman, E. G. Squire, M. Sweeny, A. W. Davis, | 
H. G, Sleight and others. The question was laid over for | 
another year without definite action. Some of the delegates 
insisted that the rack recommended by fhe committee was | 
the most simple yet devised, while others contended that a 
more simple and economical system might be introduced. | 
The carding rack, which had a position on the side of freight | 
cars, is employed, or rather proposed to be employed, in order | 
to secure a proper movement and loading of cars. The com- | 
mittee on plan for numbering the railroads of the United 
States and Canada submitted a report. in which they recom- 
mended that the country be divided into 10 districts, assign- 
ing to the roads of each of these districts 100 numbers. It was 
argued that the adoption of this system would save a great 
deal of labor, and be the means of preventing errorsin car 
service account. After considerable discussion the subject 
was continued until the next session. 

The Convention then adjourned until thenext day. After 
the adjournment a social meeting was held, which passed off 
very pleasantly, and a rumber of members were driven in 
carriages to points of interest in the city and vicinity. Mr. 
W. A. Moody, the retiring President, was in the evening pre- 
sented with a valuable gold watch and chain and a handsome 
gold-headed cane by his friends in the Association. 

SECOND DAY. 

At the second day’s session reports were submitted by the 
Committee on Per Diem Charge for Cars, the Committee on 
Distribution of Cars, and the Committee to Examine Sechrist’s 
Hand-Book. 

Ali these reports were followed by considerable discussion, 
as were also the reports of the Committees on Diversion of 
Cars, on the Return of Foreign Cars and the question of hold- 
ing foreign cars for loads, and on Traveling Car Agents. 
Reports were also presented by the General Committee on 
Efficiency of Car Service and on a General Clearing House. 

While the Convention was in session the ladies, a number 
of whom were present, were taken on an excursion to White 
Bear Lake. . 


| 
| 
| 
| 
| 
| 


CLOSING. 

The third day, the business of the Convention having been 
substantially Sopennd of, was devoted to short excursions in 
the neighborhood of ee and St. Paul, and the even- 
ing to a reception tendered by the citizens, and on the fourth 
day the meeting closed with an excursion to Lake Minnetonka 
and a banquet there, after which most of the members 
started on their journey homeward. 








Uniform Train Orders and Rules. 





At the recent convention of the Train Dispatchers’ Asso- 
ciation, the Committee on Uniform Train Orders, Rules and 
Signals submitted a report, which, after a few changes, was 
adopted so as to recommend as follows: 


1. The use of double orders when practicable. 

-2. That no abbreviations be used in body of an order and 
numerals shall be written in full and duplicated with figures. 
That figures “12” be for ‘‘ How do you understand ?” and 
figures ** 13” for ‘‘ We understand.” . 

3. That the conductor only be required to sign train 
orders, and that he be required to deliver the same to the 
engineer before the train is started out of the station. 

4. That all trains be required to get a clearance card or 
order before leaving terminal points. 





5. We were unable to agree on the necessary classes of 
trains. 

6. We favor indefinite rights one way. 

7. We recommend 5 minutes as the time a ruling train 
should wait at meeting point for trains of the same class. 

8. We favor trains losing their rights after coming 12 hours 
late. 

9. We recommend the use of time orders. 

10. In cases of emergency we favor running trains against 
a *‘hold order” signed by the agent or operator. 

11. That w rk trains be given as short a limit as possible 
consistent with the work to bedone, avd should have notice 
of all other irregular trains within those limits, and should 
flag against them after a specified time. 

i2. That the following sections have the identical rights as 
“an section as per time table. 

13. In cases of conductors and engineers changing off on 
the road, the new men should acknowledge the receipt of all 


| orders then in force governing their train, and should repeat 


their understanding to the dispatcher. 

14. (Stricken out). 

15. Should a regular train from any cause fail to reach its 
destination by the time a new table goes into effect, it loses 
all its right and cannot proceed without special orders from 
the train dispatcher. It must be understood that trains on 
new time table do not run unless starting from their terminal 
point after the table is in effect. 

16. That copies of train orders, and explanations of the 
same, be printed on the time cards. 

17. That all conductors and engineers be required to pass 
an examination on time cards and rules regarding the move- 
ments of trains, and that such examination be conducted by 
the superintendent, train master of chief train dispatcher. 

18. That we recommend a stationary train-order signal, 
red and white, both day and night, and that the normal posi- 
tion of such signal be white and moved to red when desired 
to hold trains. 

19. That all orders shall be numbered consecutively daily, 
commencing at midnight. . 

In addition to the foregoing we would respectfully submit 
the following rules and torms of orders : 

Rule A 1.—All train orders should be issued over the name 
or initials of the chief train dispatcher. 

Rule A 2.—Manifold paper to be used for all train orders, 

An order for a definite meeting point: 

Form A.—No. — and No. — will meet at ——. 

An order to move an inferior train against or ahead of a 
delayed superior train: 
Sonn B.—No. — will run late from —— to ——. 

A time order of the following form: . 

— C.—No. — can have until ——- torun to —— against 
No. —. 
A hold order: 
Form D.—To operator: Hold No. — for orders, 

A signal order : 

Form E.—To C. and E. : Run as first, second and third 
sections of No. —. First and second sections will carry 
—— signals. 

An order to move an irregular train ; 

Form F.—To C. and Run wild from -—— to —. 

Work-train order : 

Form G.—To C. and E.: Work wild between -— and 








— until m. Date 
Changing meeting points : 
Form H.—No. — and No. — will meet at —— instead 


Countermanding orders : 

Form I.—Order,No. — is void. 

Explanations of the meaning of each of the foregoing 
forms are attached, as follows : 

Form A.—Upon an order of this form the train arriving 
first at the station named will wait until the other train 
arrives, unless they receive another order authorizing them 
to proceed. 

orm B.—Upon receiving an order of this form the superior 
train will ru 5 miles more behind schedule time than the 
time specified in the order. Inferior class trains receiving 
this order can get the time of the superior clas; train, as spe- 
cified between the points named in the order ahead of or 
against a superior class train. 

Form C.—Upon this order the first-named train has the 
right to run to the station designated up tothe time given in 
the order, but not ahead of schedule time. In case the first- 
named train should fail to reach the station named in the 
time allowed, it will run as per schedule. In such a case the 
train last named in the order will not leave the station desig- 
nated until 5 minutes after the time specified in the order. 

Form D.—The operator receiving this order will show the 
same to conductor and engineer of the train ordered held, 
who will wait indefinitely for orders. The operator must 
not give his ‘‘13” to such an order until he has displayed 
proper signal and is assured beyond a doubt that he can hold 
the train as directed in the order. 

Form E.—The train receiving this order shall display two 
flags by day and two lights by night on front of engine and 

roceed to station designated as the section of the train given 
in the order. 

Form F.—Upon receipt of this order the train will run to 
the station named in the order, keeping entirely out of the 
way of regular trains. 

Form G.—Upon this order work trains will have a right to 
use the track between the points specified, keeping out of the 
way of trains. 

Additional instances.—No. 3 will run from Denver to Pueblo 
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regardless of No, 10, Explanation ; Upon this order the train 
first named will run upon or as near as possible, but not ahead 
of, its schedule time, until the station named therein is reached. 
The train last named in the order must keep entirely clear of 
the main track after 5 minutes previous to the schedule 
time of the former train until it arrives. The last named 
train will always take the siding when practicable, anc when 
not so must be fully protected by a flagman in the direction 
of the approaching train. Train dispatcher must give the 
last named train the order before arriving at the station 
named therein. . 
All orders shall be numbered consecutively for each day, 
commencing with No. 1 at midnight. 








TECHNICAL. 


Locomotive Building. 
The Baldwin Locomotive Works, in Philadelphia, last week 
delivered 2 switching engines to the Buffalo, New York & 
Philadelphia road, and a freight engine; with 19 by 24 in. 
cylinders, to the Cape Fear & Yadkin Valley road. 
H. K. Porter & on, in Pittsburgh, are busily employed 
on a number of orders for light locomotives. 


The Car Shops. 
The United States Rolling Stock Co. is building 500 freight 
cars for an Eastern road in its shops at Hegewisch, near 
Chicago. 
The Laconia Car Co., at Laconia, N. H., has several 
orders for passenger cars to be filled. 


Bridge Notes. 
The Keystone Bridge Co., in Pittsburgh, has contracts for 
several iron bridges on the extension of the Schuylkill Di- 
vision of the Pennsylvania Railroad. 

The Phoenix Bridge Co., at Phoenixville, Pa., has taken 
contracts for several new bridges on the Pennsylvania Rail- 
road extension from ——_ Pottsville. 

Cofrode & Saylor, of the Philadelphia Bridge Works, at 
Pottstown, Pa., have a contract for several iron bridges on 
the Pennsylvania Schuylkill Valley road. 


Iron and Steel. 
The Joliet Steel Co, will start up its rolling mills at Joliet, 
Ill., July 6, and expects to run with a full force. 

The charcoal blast furnace at Elk Rapids, Mich., which 
went out of blast last April, has been repaired and has started 
up again, 

The Spang Iron & Steel Works in Pittsburg last week 
rolled a pair of steel boilers 102 in. in diameter and \ in. 
thick. These are not the largest made in this mill, as a pair 
108 in. in diameter were recently rolled and sent to n 
Francisco, 

Manufacturing and Business. 
The Central Iron Works in St. Louis are building several 
turn-tables for the Kansas City & Southern road. 

The well-known firm of George T. Cochnower & Co., 
dealers in railroad supplies, has removed its office from No. 
10 to No, 8 Oliver street, Boston, the new office being next 
door to the old one. 

The Rail Market. 

Steel Rails.—The market continues quiet, with none except 
small orders reported. Quotations continue at $27@$28 per 
ton at mill for ordinary sections, and $29@$31 for light rails. 
The mills are pretty fully employed at present, and are not 
disposed to make concessions for ordinary contracts. Some 
large orders, it is said, will be on the market shortly, for 
which there will probably be some sharp competition. 

Rail Fastenings.—The market continues very dull, with 
quotations nominally unchanged at 1.80@1.90c. per lb. for 
spikes in Pittsburgh, 2.40@2.80c. for track-bolts and 1.60@ 
1.70c. for splice-bars, 

Old Rails.—Old iron rails are more active and there is an 
oe tendency in the market, quotations ranging from 
$17@$18 per ton at tidewater. Old steel rails are quoted 
at $16@$17 per ton in Pittsburgh, with light demand. 


Brake Tests. 

The American Brake Co., of St. Louis, has equipped a 
train consisting of a locomotive, 3 box cars, 12 scahelie and 
a caboose car with its brakes, and proposes to send this train 
on a trip eastward in order to exhibit the advantages of the 
brake to various roads. Some very interesting tests were 
recently made with this train on the Carondelet branch of 
the Missouri Pacific, in which a number of stops were very 
successfully made. Comparisons were made between the 
fully equipped brake in use, the steam driver and tender 
brake only, and the hand brakes. 


Engineers’ Society of Western Pennsylvania. 
The regular monthly meeting was held in Pittsburgh, June 
23. Mr. Joseph D. Weeks was expected to read a paper on 
the Coke Industry, but was necessarily absent attending a 
meeting of the Iron Association. Mr. R. R. Bridgers, Jr., 
read a paper on the Main Points of a Good Railroad. He 
divided his subject into four parts, drainage, ballast, wear on 
rails, and splices, the last being illustrated by a diagram. 
After the reading a general discussion took place, several of 
the members expressing their ideas on the subject. 

A request from the Patent Library of London asking that 
the transactions of the society be sent them, was granted. 
John R. Wightman, Allegheny, Horace E. Grant, Pittsburgh, 
and J. W. Kelley, New Bri hton, were elected to member- 
ship. The society adjourned for its summer vacation, and 
will not meet again until September. 


Engineers’ Club of Philadelphia. 


A special business aes was held in Philadelphia, June 20, 
Past President Lewis M. Haupt in the chair; 23 members 
present. 

The revision of the by-laws of the Club, as reported by the 
Committee having that work in charge and amended at 
the special business meeting on June 6, was adopted by 
unanimous vote. 

The tellers reported the following candidates elected mem- 
bers of the Club: Active Members, Edward Longstretch, 
C. A. Sundstrom, H. N. Sims, F. L. Garrison, Herbert C. 
Felton, Geo. W. Hewitt, W. K. Martin, A. G. Mitchell, Wm. 
T. Forsythe, Chas. E. Taylor, Geo. S. Cheyney, Jr., Edward 
H. Johnston, Charles Wyeth, Rudolph Baizle and E. L. 
Corthell. Associate Members, Messrs. Wm. S. Moorhead, 
Strawbridge, J. Bonsall Taylor, and Justus H. 
Schwacke 

The Secretary presented, from Prof. J. A. L. Waddell, a 
communication proposing that the Club organize a system of 
prt of Engineering Literature, and suggesting methods 

erefor. 

The Secretary presented, from Mr. James Beatty, Jr., a 
paper pee the Relative Costs of Fluid and Solid Fuels. 

of. L. M. Haupt announced, by title, a paper upon the 
Repairs to the Conduit of the Philadelphia Traction Co., 
which will probably be ready for publication during the 


summer. 
The Secretary presented, for Mr. C. W. Buchholz, a 
Memorial of the late William Lorenz, reviewing his studies, 
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RAILROAD EARNINGS IN MAY. 
| MILEAGE. | EARNINGS. EARNINGS PER MILE. 
NAME OF Roap. i 7 || —_____-______-__-_ —— | . 
1885. 1884, | Inc. [Dec.|P, c.|| 1885. | 1884. | Inc. | Dec. Pp. c. |1885.|188s.|ime. |Dee. IP.e. 
EASTERN ROADS. 
| | | | 
. zm ie ae Fe ae s sisis 
Baltimore & Potomac....... 92 92| re Sol] Sees 106,698; 108,289)...... 2,191! 2.0)/1,153)1,177])... 24) 2.0 
Boston, Hoosac Tun. & West. a ae See pee | 35,671] 81,613] 4,058).......... 12.5|| 410) "363| 47).....|12.5 
Danbury & Norwalk re 37 | ae ee eRe 15.982 4.200) 1,778) .....00» 12.6} 432) 384] 48\.... |12.6 
Grand Trunk.............. .| 2,918) 2,918}... -e.] soe. |] 1,084,198] 1,227,003]........ 132,805) 1¢.8|| 375) 420 4510.8 
eee oS eee $54] 354)......|..... ee 218,273} 218,302/ ... .. 29) .... || 627) 617) ih ea 
N. Y. & New England ...... 400/ 400)..... |..... | 260.305] 273,702)... «22. 13,397, 4.9|| 651) 684|....|" 33] 49 
N. Y., Ontario & Western... i. | a aoa | 149,045 .  }) 14,081) 8.6)! 400 437) 37| 8.6 
N. Y . Sus. & Western....... BOT) BAG cs sclec. scl cose 85,294 378 |. 1,487] 1.8|/ 589) 590 10| 1:8 
Northern Central..... .. ... 322) 322/..7.. asia 454.917, 477.848]... ..., 221431! 4.8] 1.413 1.484) 71| 4.8 
Pennsylvania........ Sete: 2,270| 2,125) 145 6.9)| 3,890,469) 4.267.173)........| 376.704) 8.8] 1.714 2,008 294/14.7 
Philadelphia & Reading. ...} 1,560) 1,560|...... +} + «+ || 2,877,423) 2,827,941).... -. | 450,518) 16.0|/1,524 11.813 289/16.0 
Rochester & Pittsburgh..... 204, 204/.....: ican | ars 99,234 34,756] 14,478]. ........| 17.1]| '337|/ ‘288} 49)... |17.1 
West Jersey ........2.0.0685 met 188} 13}... 6.9|| 96.068) 102,969)....".... 6,901} 6:7|| 478 548|..../ 71/12'8 
Total, 13 roads... .. . . | 9,055) 8,897! 158)... | .....|| 8,882,977| 9,883,712) 20,309|1,021,044| .... | 9811111 130 
Total’ inc. or deC........4-| cc seee{evees 158)... | Beal bcalchetes Weer ceseeltnccte: 1,600,735] 10.1|!......{.2....| ...| 130/41.7 
| i | 
SOUTHERN ROADS. 
Alabama Great Southern ... 290, 290)... 68.224 88,543)........ 20,319! 22.8)| 70, 22.8 
Cin., N. O. & Tex. Pacific.. 336 187,246] 219,147)........ 31.901, 14.4)| 95| 14:5 
East Tennessee, Va. & Ga... 276,334) 295,460) ...... 19,126) 6.5 17\ 65 
Florida Ry. & Nav. Co.... ../ 68,955) 85,316)........| 16,361) 19.2 40) 23.5 
i Gen. Bootes Die... 309,419) _ 284,056) 25,363)...” .| 69 56 11.4 
Louisville & Nash........ .. | 1,093,085! 1,156.109)....'... 62,024, 5.4 17} 3.0 
Mobile & Ohio............ .. 125,119| 142,774! ...... 17.655) 12.3 | 53| 12.3 
Nashville, Chatta. & St. L.../ 167.495, 190.751)..... 22 52] 151 
N. Orleans & Northeastern. . | 49,900 28.475) 21.4 60 "| aap 
Norfolk & Western ......... 192,827| 262,436)........ 4.8 ‘27; 66 
Rich. & Danville....... ef 292.077; 299,329]........ 2'4, “9 2.4 
Char., Col. & Augusta..... 46.286 48.241 41 nl & 
Col. & Greenville..........| 35,617| 36,637) ...... 2.8 3} 28 
Georgia Pacific... ... .... 46,113) 47,014)... 2, 19 18) 11.2 
Virginia Midland..... .... .| 124,027} 137.363)... ... 3,: 9.7|| 32 ...| 38] 9.7 
Western N. Carolina....... 36,437; 32124) 4,313)... ; 16.4|| 133/154) ..) 21) 18.9 
Vicksburg & Meridian...... ne 25,900} 30,831)... 4,931, 16.0} 182 217)....; 35) 16.0 
Total, 17 roads... ..... ..| 9,296) 9,046) 300) 50 3,145,861) 3,324,406) 51,101) 229,646)... .|| +338/367)....| 29) .... 
Total inc. OF GEC. ....... ..[sccccese fscwar ee BOM esa ef) WN issecctshacclcas wee. soleonsoess 178,545| G6.0)}......|....]es. 24) 7.9 
CENTRAL GROUP. 
| | 
Chi. & Eastern Lllinois...... | 258) 259) ....|..... 126,339} 112,309) 14,030).......... 12.6), 501 446) 55 12.5 
Chi. & West Michigan..... 410} 410) ...|..... 105,420) 139,369)... ....) 33,949) 24:3|) 257 340)... | 8gloa'3 
Cin., Ind., St. L. & Chicago.| 342) 342/.... |..... 191,475, 205,195)... .... 13,720} 6.7), 560) 600!....) 40) 6.7 
Cin., Wash. & Baltimore....| 284) 284]... |.....) 0... 118,390| 143,8C9|..... .| 25,419) 17.7|| 417) 50e6!: 89/17.7 
Cleve., Akron & Columbus..! 144 144 40,494 40,255 eR I. 0.6)| 281, 279) 2) 0.6 
Detroit, Lansing & No......| 258) 258! 98,831| 132,993!........ 34.162) 25.7|| 383! 515|....| 188195°7 
Evansville & Terre Haute..| 146) 146) ....|..... 59,470 | eae 548| 0.9/| 407) 411) ...| 4! 0.9 
Flint & Pere Marquette..... | 173,000} 223,298) ....... 90.298) 22.6|| 478] 617/....| 189/22.6 
Illinois Central, Ill. lines....| 507,585| 504,753) 2,832|..........| 0.5|| 583) 580) 3 5 
Ind., Bloom, & West.*..... 160.606) 173,085)... .. 12,479} 7.2|| 302) 325 “93! 72 
N. Y., Chicago & St. L.... .| 523| 232,349! 221,769/ 10,580) .. ... ..| 4.8|| 444) 424|°26| | 4's 
Ohio & Mississippi..........| | 275,480) 312,756|... ...| 37,276) 11.9|| 44%) 508|....| ° @0/11'9 
Ohio Southern.............. 130| 31,845] 28,988! 2,857)..... |... 9.9|| 245 283) 90 9.9 
Peoria, Decatur & Ev...... 254 49,699) 59,188)... .. .| 9,519) 15.9), 196) 233)....| 5715.9 
St.L.,Alton & Terre Haute : ° , 
Mala SaOAscc-<<s:s<>. ass] 206) 306) .:..-]....2 84.395) 104,847) ....... 20,452) 19.5|| 433) 538)....| 10A/19.5 
Belleville Line........ arte Mee) ce cues Seal 45.548) 55,416)...... 9,868| 17.9}, 330, 402)....|  72/17.9 
Tol., Ann Arbor & N. Mich.. 61 _ Se RS sack 18,838 19,630)..... .. 792) 4,0} 309) 329/....| 13] 40 
Wabash, St. L. & Pacific....| 3,219) 3,561 342) 9.6 | 1,069,075| 1,202,032|..... ..| 12,957) 11.1/| 382! 337 5) 1.5 
Total, 18 roads.......:.... | &,818) 9,360 342 3,388,809) 3,739,710) 30,538) 381,439) .... 384!) 408 24 
Total inc. or dec... ......)seccue foeee oe fe BREE Mi eneas. Sascls ee ichnasstecs soc:|) SON MRM ecel aoa a vee] 24) 58 
NORTHWESTERN ROADS. 
é | | | fi ol 
Bur., Cedar Rap. & No.. 990) 714] 276)..... 39.0|| 239,385} 221,573] 17,812)......... 8.0|| 242) 310]....| 68/22.0 
Central Iowa.............-+. 500) 500 seas 88,562! 117,840]... ..... 29,278| 24.8) 177] 236)....| 59/24.8 
GR BAWOR.. .ccise es aces 850! 850 ee 588,552|  652,661|..... 6... 64,104| 9.8]! 692) 768)....| 76) 9.8 
Chi., Mil. & St. Paul....... .| 4,804) 4,760) 44)... 0.9)! 1,875,000) 1,985,768. 110,768} 5.6|| 390) 417)...| 27) 67 
Chi. & Northwestern........ | 3,900) 3,800] 100)..... 2.6|| 1,977,800) 2,076,829). 2... 99,029] 4.3]| 507) 547/....| 40} 7.2 
Chi., St. P., Minn. & Omaha) 1,320) 1,300} .20).....) 1.5|| 475,600) 513,349 37,749| 7.3|| 260} 395)....| 35) 8.8 
Des Moines & Ft. Dodge.... 138 Sahih: Relea an . 27,791 24,916 2,875 ---| 11.5}| 201} 181] 20) ....141.6 
Ill. Central, Iowa lines...... 402 _. ae ae exe 124,800 134.352) ....... 9,552) 7.1 310, 334 24) 7.1 
Marquette, H. & Ont........ = a Bea eee 75,900} 111,618)....... 35,718] 31.9;| 550) 8c9 259/31.9 
Mil., Lake Shore & West....} 478 372] 106)..... 28.6 95,980, 95,634 Re 0.4|| 201) 257 56 |21.6 
Mil. & Northern............ a ae peer 46.775| 45,438] 1,387/......... 2.9|| 206) 200| 6|....| 3.0 
Wisconsin Central. ..... ... 440 440) |... 99,394) 0.12... 8169] 2.1!) 291) 996 5) 21 
Total. 12 roads.. ......... 14,187/13,641 6,079,372) 22,370) 388,312] .... || 408) 446]....| 43)... 
6 os ners ‘chewsiw cahtascceal SEMEbSeses), MONIT «| sccvencalsascvactens eee WORE DAN ssa | se0 Lesme]-sceel er 
ROADS NORTHWEST OF ST. PAUL. 
| | | } | 
Canadian Pacific............ 2,794| 2,408) 386|.....) 16.1|) 588,000] 424.557/163,443)..... | 38.4|| 210] 176] 34)..... |19.3 
Northern Pacific... ........ 2,453) 2,453). . ./..... 3 895,403) 1,287,805|....'... 392,402) 30.5]! 363) 525]....| 160/30.5 
ee Seer 227| - 227)... -..|.. “seals £27,198) 100,723 .. 525 5|| 384) 444/....| 60/13.5 
St. P., Minn. & Manitoba....) 1,387) 1,387| 10).....| 0.7) 488,317) 621,167|...° 2... 350) 44§]....; 98/21.9 
ae eae) a ee i Se es mad Renmin Memmi leat Weectedey | Sietate! Dipcinae| fatal MBs! ioscan 
Total, 4 roads.... ......... 6,871| 6,475) 396)..... .... || 2,058 918/2,434,252 163,443) 538,777]...... || 300; 376]... | 76 
Total inc. OF dec ....... ..sses-as|seececs 396]... BA ecucsoate us lacentuceeel soskaes 375,334] 15.4]| .... |... /102.) 76/20.2 
SOUTHWESTERN ROADS. 
| | ] | 1] | | 
Fort Worth & Denver....... 144) 110) 34 30.9 42,400| 64,400)... .... 22,0C0} 34.2|| 294) 585)....} 291] 49.5 
Gulf, Colorado & Santa Fe.| 536) 536)... |..... face 102.254) 133.687)........ 31,383) 23.4|| 191) 249)....| 58] 23.4 
Kan. City, Ft. Scott & Gulf.| 389) 389) .... |..... 198.036 196,290! 1,746)... |... 0.9|| 509} 504) 4/....| 0.9 
Kan City, Sp’f’d & Memp.. 282, 282). eee 136,882) 131,396 514| 0.4|| 464) 466)... | 2) 04 
St. L., Ft. Scott & Wichita..| 215! 160) 55 34.4 58,669} 33,630 25,039)........ 74.6|| 280| 210) 70)... | 3832 
St. L. & San Francisco... ... 804 750 64)..... 72 319.110 356,809 37,699, 10.6|| S97) 476)....| 79) 16.7 
Texas & St. Louis ..........| 735) 735 ice 68,297| 73270)..... .. 9,973, 13.7|| 86 29... | 13. 
Vicks., Shreveport & Pac... 170| 124 46...... 37.1 21,500 5,614, 15,886)........ 282.9)| 126 45 81/..../180.0 
Total, Sroads.............| 3,275] 3,086) 189]..... 936,148, 995,046! 42,671/101.569| ... || 286) 322 26) .... 
Total inc. or dec......... Settacsl cra elt emiocasal Mililccscustse ishics bacaes Paves Coes 58,98) 5.9| ees 36) 11.2 
| 
! 
FAR WESTERN AND PACIFIC ROADS. 
|| | 
Denver & Rio Grande ....... 14927) TAFT. ....|..... a 478,.820| 521,816).... ... 42,996} 8.2|| 364) 396).. ., 32) $.2 
Denver & R. G. Western....| 368} 368)..... pie 78,445} 74,524) 3.921|..... .| 5.2!| 213} 202] 11)..... RS 
St Joseph & Westernt. ... | | | eS Pare 63,08: | re 32,167| 33.8)| 250) 378).. | 128/33.8 
Total. 3roads..... ....... Ce - en ee ee 620348 691,588 3,921) 75,163). .. 320! 357 oe 
TORGR IGA. CP GOO. sé. .n<iic calc scanseites<s Ag PST Pe RE | ey AIRE Re a Bee (ik ” | | Ree eee eee {37 10.3 
GRAND TOTAL: | | | 
Total, 75 roads. .......... 53,439/52,242/1,589 392)... . 24,746,489 27,148,086 334,353/2,735,950)..... 462) 520|....| 58] ... 
eee. DEERE. co cep chiccnecks 1,197 EES | MBP rarer «ae este TOOR EOE! CON] cases] eacstoces 58)11.1 


seat hy Elecece 
! | 











* Not including Indianapolis, Decatur & Springfield in either year. 





+ Not in table for the five months. 
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RAILROAD EARNINGS, FIVE MONTHS ENDING MAY 31. 








































































































































































































































MILEAGE. ! EARNINGS. EARNINGS PER MILE, 
NaMeE oF Roap. Sas ie | oF Oe 7 
1885. | 1884.) Inc. |Dec.|P. c. 1885. | 1884. | Inc. | Dec. |P. c.|| 1885. | 1884. | Inc.| Dec./P.c 
EASTERN ROADS. 
. | | 
| | | _$ $ $ $ 
Balt. & Potomac 92/ 92 ....| vs] mee .9|| 5,995] 5,173) 822).... .|15.9 
Bos., oos.T. & W. 87) 87 ... | .... Leal 1), 1,972) 1,825) 147)... .| 81 
Dan. & Norwalk... 37 eS area Lessee .5|| 2,062) 1,901) 161)... .| 8.5 
Grand Trunk waited 2,918 2,918 | «see! vee] 4) 2,065) 2,304) ‘is 239) 10.4 
_ RESIS 3 ME, case] +0 hata s . 389 a. % ° 
NY & New Eng..| 400] OE teil wash, aceal “7 3'107| S201) | iba| aco 
N.Y., Ontario& W.| 373) 373) . ..|....| ....|| 5) 1.789) 1,817) | 28) 1.5 
N. ¥., Susq. & W..| 147) 247] ....]. .0) oll .0|| 2,761) 2,510) 251).... ./10.0 
Northern Central..}| 322|. 322) ... | ..../ ...]| 0}, 6,775) 6,844 ... 62) 1.0 
Pennsylvania. ..... 2,268) 2,107 161) wee] 7.7] 3|| 7,253) 9,920! ..../1,467/16.0 
Phila. & Reading..| 1,560) 1,560) ... | ....) .../| 8], 6,591) 7,737 ....|1,146)14.8 
Rochester & Pitts. 204; 204) ....) ae ro § 1] 6), 1,499) 1.418 181)... 13.6 
West Jersey....... 201; 188) 13)... | se |: | 3.7), 1,989) 2,208) ... | 219) 9.9 
Total, 14 roads..| 9,053) 8,879] 174 ...|| 40,912,633) 45,128,464) 223,881/4,439,712| ... |) 4,519) 5,083) ....| 564 
Total inc, or dec.| ete | penn: 174 1.9) Speen Rede: 2 ueoy J++ -eeeeees $215,831 “2 Rae spit [acai | | 564/111 
! 1 i ' | 
SOUTHERN ROADS. 
| | | | l 
Ala. Gt. Southern. .| 290! 290) 451,599, 447,595! 4,004|.... ..... | 0.9|| 1,557] 1,548, 14...' 09 
Cin., N. 0. & Tex.P| 336) 336! 1,001,292) .| 2,844) 03] 2,980] 2,989 .... 9 03 
East Tenn.,Va.&Ga.| 1,098) 1,098) 1,476,652| x 5.1| 1,345) 1,418 ..../ 73) 5.1 
Fia.Ry. & Nav.Co..| 528 481) 428,614) 3.6| 812) 925) ..../113) 124 
Ill. Cent . So. Div.. | 578) 1,889.520) 4.0 | 2.657] 2,867) ... |210) 7.3 
Louisville & Nash..| 2 065) 5,788,357) 4.8|| 2,817] 2,675) 142) .. | 5.3 
Mobile & Ohio..... | 810,678) 3.1|| 1,535} 1,584 2...) 49 3.1 
Nash.,Chat.& St. L. 879,518) 2 0.6'| 1,532! 1,775 |... 243) 13/6 
N. 0. & Nor’east.. 201.595, _ 161,679 129,916... | 80.2|| 1.495| 829 666..../ B62 
Norfolk & Western 1,045,263) 2.634) ........00- 17,373| 1.7|| 2,042) 2113 ..... 71) 3.4 
Rich. & Danville. .. ,589,279| 1,573,283 5.996) .. ...... | 10] 2'099| 2'078 “21.... 10 
Char., Col. &Aug.| 336,279) 319,596} 16,683) ......... | 5.2) 909) 898 11..... 12 
Col. & Greenville} 286,814! 70,706, 16,108) ......... | 5.9] 969 915 54... 5.9 
Ga. Pacific ...... 266,212} 220,001 46,211) adcowd piel 21.0/| 837) 765, 72)...| 9.4 
Va. Midland...... 573,165,  604,272....... ...| 31,107, 5.2|| 1,628) 1,717 | 89) 5.2 
Western N.C.... ea 180,239! 161,307) 18,932) . ...| 21.8|] 658] 775 117) 15.1 
Vicks. & Meridian.| 142) 142) .. .|....| ..../| 173,930) 194,413)........--+, 1,483) 11.1] 1,218) 1,369 151 11.1 
—-| —.-- | - —--| —_-| —-. || ——_ ——_| —_ —__ —-- onl | 
Total, 17 roads.../ 9,336] 9,027) 319] 10) ....|| 17,468,005| 17,021,355! 744,835 298,185) .... | 1,871) 1,886 a6). 22.3 
Total inc. or dec.|...... | oceans 309| ....| 3. |Joeee teeeeeee aki ahaa aren | 446,650) ......... | Sy Weed 15 (0.8 
! | | HI i | | 
CENTRAL GROUP. 
| | | || | 
Chi. & Eastern 1l..) 252) 252) ....|....) .... || 626,554, 564,796 61,758 ......... 10.9) 2,486, 2,241] 243 10.9 
Chi. & West Mich..| 410) 410) ....|.... 478,205, 637,173)... ........ 158,968] 24.9) 1,166) 1,554] . . 24.9 
Cin.,Ind..St.L.&Chi) 342) 342) ....|. 969,648, 897,171 FZATT| ov0scc0es| 8.1) 2,835 2,623) 212)....) 8.1 
Cin., Wash. & Balt.) 284 284 | 727,887 724,28 598 ........., 0.5) 2,563) 2,550} 13).... 0.5 
Cleve.,Akron& Col.) 144) 144! 183,957, 182,520 1,437... ......| 0.8 1,278) 1,268] 10. . O8 
Det., Lan. & No... | 258| 258) ....|.... 445,189) “ee eeee 124,211) 21.8) 1,725) 2,207| ... |482 21:8 
Ev. & Terre Haute.| 146) 146, 281,872} 282,008) ...... ...| 1 | 1.931] 1,932] ....| 1) .... 
Flint & Pere Marg... 362) 362 | 2.984; 1,036,0U8)....... ... | 263,114) 25.4)| 2,135) 2,862)... 727 25.4 
lil. Central lines..... 953! 953 2,002; 2,399,514) 82.578 ........ 3.4) 2,604] 2,518] 86..... 34 
Ind., Bloom. & W.*| 532) 532 3,436, 903. 19,832) ......... 2.2) 1,736! 1,699) 37... 22 
N.Y., Chi. & St. L.) 523) 523) 1,307,254) 1,277,655 599) ........ 2.3, 2,500, 2.443} 357, .. 23 
Ohio & Mississippi. 615) 615) ....|... 1,474,214 1,538,772)........ . 64,558 4.2) 2.895 2,502) .....107 42 
Ohio Southern..... 130) 130) 174,899 173.480 RE er sie 3.581, 2.0) 1.345 1,373 | 28 2.0 
Peoria, Dec. & Ev... 254) 254) ... 977,283,  313,429).......... 36,146 11.5 1,092, 1,234 142 11.5 
St.L..Alton & T. H :) | | | | | 
Main Line........ 195, 195 469,318  581,488)........... 112,170) 193 | 2.407) 2,982) .... 575 193 
Belleville Line...., 138; 138) ..... 2... . 297,968,  333,479)........... 35,511, 10.7), 2,159 2,417 258 10.7 
Tol.,AunA.&N.M.| 61) 61 ....! 0...) . .. 104,601) 84,491 20,110) ......... | 23.8'| 1,715 1,385 ...| 24.8 
Wab.., St. L. & Pac. 3,483) 3,630 | 147 4.0 5,956.624' 6,274,536 ..... .... 317,912 5.1 | 1,710) 1,729 | 90) 34 
Total, 18 roads...| 9,082) 9.229) ....| 147 17,953,985' 18,778,903  291,389/1,116.307, ....|| 1,977) 2,035 eee 
Totaline. or dec.|...... Pieeesete | BAZ) 1G]... een nee [eee co ee cceeloces cee eeee 824,918 4.4 ...... cesthal oan 58 2.8 
| 
NORTHWESTERN ROADS. 
Bur.,Ced.Rap.&No.| 944) 714, 230)... | 30.0)| 1,183,467) 1,072.325) 111,142 ... | 10.4) 1,254) 1,502 1248 165 
Central Iowa....... 500| 500] ....| ....| ....! 480,4 572,240|........05. | 91,822, 161) ‘961 1,144 |183 16.1 
Ohi. & Alton . .... 850} 850) ....)..../ ....|| 3,043,585) 3,197,787|........... 154,202) 4.8), 3,581 3,762 |181) 48 
Chi., Mil. & St. P.... 4,804! 4.760, 44)... 0.9) 8,749,000, 8,507,291, 241,709 ......... 2.8)! 1,821, 1,787 34)....' 1/9 
Chi. & N. W........| 3,900) 3,800) 100)..... 2.6! 8,727,654! 8,672,452)  55,202)......... 0.6] 2, 2.282 | 44, 179 
Chi., St. P., M. & O.) 1,312/ 1,292) 20) ....; 1.6)! 2,038,032) 2,227.035)....... ... 188,103) 8.4|' 1,554 1,724 170 99 
Des Moines & Ft.D) 138) 138, ....) .... aes 141,959 132,284 9,695 ... ..... 7.3], 1,029) 958 lice! 9 
Ill. Cent..lowalines| 402) 402 ....)... ...|| 604,031 670,349] .......... 66.318; 9.9 1,505) 1,667 . 164, 9.9 
Marquette, H.& O.| 138 110) 28) ...., 25.5, 160,220 199,627) ........ . 89,8397, 19.7, 1,161 1,815 . 654! 36.2 
Mil L$ &W.... | 478! 375 103) ....| 27.5!) 449,248 444,95 BIE! cceceso 0.9 940! 1,187 247| 203 
Mil. & Northern...) 227) 227) ....| .. ..{| 325,783 207,657, 18,126 ......... 8.7 995 ‘915 .. | 8&7 
Wisconsin Central. 440, 440 a Nowe ° 566,879 582,601)..... or 15,722) 2.7, 1,288 1,324 36! 2.7 
| } — 
Total, 12 roads... 14,133,13,608, 525) ....| ....|| 26,371,186) 26,486,584 440,166 555,564, .... | 1,866 1,946 80 
Total inc. or dec.) . ....| ...... | 525) ....| 8 publ Séachaeeleide bane -inslichsonsiees LIE BOB| OA) .....4} ccccce 80! 4.1 
ROADS NORTHWEST OF ST. PAUL. 
{ | 1 } || | | 
Canadian Pacific...) 2,794) 2,088! 706 . | 336 2,593,378) 1,547,383 1,045,995] .. ......| 67.6|| 928) 741] 187) ...| 25.3 
Northern Pacific.... 2,453) 2,450, .3|...' 0.1|| 3,588,228! 4,842,463 ..... ..... 1.254.237, 25.9|| 1,463) 1.977] ..../514 26.0 
St. P. & Duluth... 227] 227] ....|....| ....|| 364,580] 382.940 .......0 02. 18,351, 4.8|) 1,606) 1,687] °:.!| 8t| 4.8 
St. P., Minn. & Man) 1,397} 1,351] 46! ....| 3.4)! 2,628,470, 2,972,786 ........... 343,316) 11.6|) 1,882) 2200 .| 318) 14.5 
Total, 4 roads... 6,871| 6,116! 755) Se anol 9,175,683) 9,745,572) 1,045,995]1,615,904 ll 1,335) 1,593! ..../ 258! 
Total inc. or dec.| ..... jortees | 755) — ietbh sbensa vkes duskerae port oteteees 569,909) 5,9)| ......) .. ... 258 16.2 
Ft. Worth & Den... 117) 110) 7|....| 6.4/| 153,666; 193,311]........... 39,645 20.5 1313! 1,757 vo | aaa 25.3 
Gulf, Col. & S.F... 536) 536! |...) ssee|] 450,820 @44.071)........:.. | 185,645 28.8 857) 1,203 ~.../346) 98°8 
K. C..Ft.S.& Guif.., 389) 389) ....| ae > 99,637, ......... | 10.4) 2,728) 2,473) 256)....| 10.4 
Kan. C. Spr.& Mem} 282) 282) ....|....| _.. 63 427,886 294.750! ......... | 69.0}| 2,563) 1,518'1,045|....| 69.0 
St.L., Ft.S.&W. | 189) 160) 29) ....| 18.1 £27,767| _ 189,772, 37,995) ......... | 19.9)| 1,205) 1,186 |....| 1.6 
St. L.& SanFran..| 804) 750) 54|....) 7.2|| 1,680,544) 1,759,909)........... | "79,365 4.5) 2,090) 2.246) ..../256 10.9 
Texas & St. Louis..| 735} 735| ....|....| ...|| 369,285) 298,094) 71,101) ... ..... | 23.9! 503) 406) 97/..... 23.9 
Vicks., Sh. & Pac... 170) 101) 69) ....| 68.3) 132,814! 50,036) 82,778) ........./165.5), 781) 495) 286). 57.3 
|-—— -—— | - — _- — | —-,, —_ — _|— — —_ | —--| | ——-| -—_-/ ——--) =. 
Total, 8 roads....| 3,222) 3,063) 159! ....| ....|| 4,807,714| 4,526,018) 586,351, 304,655) ... || 1,492/ 1,478 14]... 0.9 
Total inc. or dec.| ...... fea 159) | on Pee CR OF she Sain | 281,696) ..... soo | G2} ....00] ooeee i... 0.9 
| | | | | HI 
FAR WESTERN AND PACIFIC ROADS. 
| } | | | 
Denver & R.G ...| 1,317) 1,317) .... ...|| 2,215,814! 2,124,779 91,085).......... 43 | 1,683 1.613 70... 43 
Denv. & RioG.W.| 368; 368) .... «|| "841,746, 305,129, 36,617) ....... -| 12.0) 929 829; 100... 12.0 
~ | | ee | ce | | | ee — <= ee ee oe 
Total, 2roads....| 1,683| 1,685! ....| ..--|| 2,557,560) 2,420,908) 127,652) ......... | .s.c|| 1,518] 1,442) 76)....) .... 
Total inc. or dec | ......| ....«» | see] see Rey | PR ee Gee ea Se 127,652) ie ahd | BAM onesval eecase , Te ey 
° - | ee ef | ee es | | ee on | | =| Se a 
Granp ToTaL: | | | | \| 
Total, 74 roads..... 53,382 51,607/1,932) 157)... 119,246,746 124,116,804 3,460,269 8,330,927, ....| 2,234 2.405 . .. 171... 
Total inc. or dec...) . onal ako pares “| racine |eseeceeeees : sss eeeees 870,058 eee ae -e-(171] 71 
H ~ nae Sadie aA ‘ ; i i i 











* Does not include Indianapolis, Decatur & Springfield in either year, 


his early e eg his career on ~ yen ny . Read- 
m pepe r to Chief Engineer, t 
scientific and practical a itty. and last, but far from least, 
the extraordinary completeness of his manhood. 
wi, tong adjourned for the summer, to meet at the call of 
e ir. 


Relative Cost of Fluid and Solid Fuels. 


At the last meeting of the Engineers’ Club of Philadelphia, 
Mr. James Beatty, Jr., presented a paper on Relative Costs 
of Fluid and Solid Fuels, in which, after giving the relative 
advantages in economy of labor in use, reduction of weight 
and bulk, ease of manipulation of fire, perfection of combus- 
tion and cleanliness, the principal substances, experiments 
and processes are noted. 

Notes and tables are given as to the compositions of differ- 
ent fuels, their heat units and evaporative capacities, efficien- 
cies in furnace, prices per unit, and pounds of fuel for $1, 
and pounds of water evaporated from 212° F. for $1, in 
various localities. 

The paper concludes with the following table of relative 

















costs in different cities - 

RELATIVE COSTS OF FLUID AND SOLID FUELS. 
eleiziele|¢ 
FiBisisi8|8 
s 4 = | = " 
2@/eige/&s8is/]e 
S & an 7 5 
° a | . 4 Q ° 
: p 1: | Ri: 

/ |$/$/$/ 8! $18 
New York ... ........ 1.00 | 1.08 | 1.71 | 14.92) 22.90) 8.70 
SSS 1.00 | .71 | 1.50 8.72) 18.30) 7.00 
New Orleans ............... 1.00 | .59 | 1.56 | 17,99) 15.30) 5.80 
Gan Francisco............... 1.00 .64 1.50 8.75 940) 3.50 
London. England... .... 1.00) .61 |205 | 7.16) 17.70) 6.30 
Port Natal, South Africa...., 1.00 90 1.21 ..... been = 
Sydney, Australia...........| 1.00 | .34 | 1.30 |..... |...... 
Valparaiso, Chili............ 11.00 .44 | 1.03 | 


Of this table the author says: ‘‘ These figures are very 
much against the fluid fuels, but there may be circumstances 
in which the benefits to be derived from their use will exceed 
the additional cost. It is difficult to make a comparison with- 
out considering particular cases, but for intermittent heat- 
ing, petroleum would probably be more economical, though 
for a steady fire, coal holds its own.” 


The Interior tate .- of the Mann Sleeping 
Jars. 

In a recent account of the exhibit atthe Master Car-Builders’ 
Association was included a Mann sleeping car, which, it was 
stated, was decorated in the interior chiefly with Lincrusta- 
Walton. Weare informed that the Mann cars are lined 
throughout in the interior with embosse® leather, this mate- 
rial being used in decoration for the reason that it is not in- 
flammable, and its extensive use in the cars makes them prac- 
tically fire proof. 


A Railroad Crossing Signal. 

At the Clinton street crossing of the Lackawanna yester- 
day afternoon a test was made of the Batt railroad crossing 
signal, an apparatus invented by-Mr. John B. Batt, a fire- 
man on the Lackawanna road. The apparatus consists 
mainly of a steam whistle, which is arranged over the cab 
with an arm secured to the plug of the whistle, and a rod 
that extends from the end of the arm downwardly, and is 
connected with a weighted lever underneath the locomotive 
in the rear of the drivers. This lever is pivoted to the under 
side of the platform, and devices are used in connection with 
it that are operated upon by blocks secured to the track at 
convenient distances from the crossing, causing the whistle 
to blow, giving timely warning of the approach of a train. 
The device on the locomotive is of sucha character, and 
these blocks are so arranged that the whistle will blow 
whether the engine is going forward or backward, but no 
unnecessary signals will be given. 

When the whistle is opened it will remain in this position 
until a second block set about 6 in. inside the rail is reached, 
which throws a second lever with a link in such a way as to 
cut off the supply of steam. 

These blocks are semi-circular in form, rising about 3 in. 


| higher than the rail, and are of wood covered by sheet-iron. 


Six of the blocks were put down about 2,500 ft. east of the 
Clinton street crossing, thus blowing the whistle three times. 
The engine, No. 52, to which the device was attached, 
brought in the work train about 6 o'clock, and on its passage 
over the blocks worked the signal to a charm. The device, 
although a good one, has a strong objection in the shape of 
the extra whistle which it is found necessary to use over the 
cab. It has been —— that the regular engine whistle 
be used instead of the extra one, something the inventor 
claims can be easily done. 

A company has been formed with a capital stock of $100,- 
000, under the title of the Batt Railway Crossing Signal Co., 
with the following officers: President, Anthony 8. Schmidt; 
Vice-President, Joseph Kuhn; Treasurer, Joseph Schmidt: 
Secretary, Gen. A. W. Bishop; Superintendent, John B. 
Batt.—Buffalo Express, June 24. 


Wood and Paper Brake Shoes. 

Colburn’s wood and paper brake shoe, a shoe consisting of 
alternate layers of compressed paper and wood, of about 
1 in. each, has been recently tested on the New York Ele- 
vated Railroad, three cars on the Third avenue line having 
been equipped. These cars are stated to have been in daily 
service for 13 weeks, making a run of 9,271 miles, against 8 
weeks and 6,000 miles of the standard metal shoes of the 
road. This, it is claimed, would equal a run of 200,000 miles 
on an ordinary road, since the number of stops is about 20 
times as many. Quicker stops can be made than with metal 
shoes, it is said, and naturally with much less wear to the 
wheel tread. The patentee is L. 8. Colburn, of Oberlin, O. 
There is jal necessity for some other than a metallie 
shoe on the elevated roads, if it can be had, to avoid the 
annoyance and danger to eyesight of flying particles of metal. 


Injury to an Iron Bridge from Smoke. 


The western approach of the Callowhill street bridge, in 
Philadelphia, is in a shaky condition. The —_ is an iron 
one, and its western end spans the tracks of the Pennsylvania 
Railroad Co. at a point where locomotives are continually 
passing, and it is said that the sulphurous acid from the 
smoke-stacks of the engines has been the cause of the trouble. 
A great deal of the iron work above the tracks most used is 
being gradually eaten away, and the ground beneath is 
thickly strewn with thick iron scales that have dropped from 
the bridge work, which has not been protected by proper 

ting. Several iron posts have been weakened and are 
nt in such a way as to indicate a slight movement of the 
bi to the sou It is estimated that $12,000 or $14,000 
will be required to restore the bridge to a good condition. 
The river span, which is not reached by locomotive smoke, is 





not affected, and in excellent condition.—Bulletin of the 
American Iron and Steel Association, 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 








Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their mariagement, particulars as to the business of 
railroads, and suggestions as to its mprovement.  Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be publi hed, 


Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers, Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis- 
ing patronage. 








THE CIVIL ENGINEERS’ CONVENTION. 





June is certainly the month of conventions. The 
Master Car-Builders’ at Old Point Comfort, the Master 
Mechanics’ at Washington, and the Civil Engineers’ 
at Deer Park, Md., came along in successive weeks. 
Besides these there were simultaneous meetings of 
yardmasters at Philadelphia on the 10th, of train 
dispatchers at Denver on the 16th, and of car- 
accountants at Minneapolis on the 23d. The Western 
Association of General Passenger and Ticket Agents 
varied the monotony by meeting in May, and the 
General Baggage Agents by meeting in July; but 
June is by long odds the favored month for conven- 
tions. 

Of them all, the Convention of the Society of Civil 
Engineers is the least distinctively for business. 
Yet its meetings have no little interest for railroad 
men as such, since it is as yet the only organized 
body in which questions affecting the construction 
and maintenance of railroads, and many general rail- 
road questions of a technical character, find an appro- 
priate field for discussion. Owing to the large num- 
ber of its members who have abandoned the active 
practice of engineering to accept positions as manag- 
ing officers of railroads, it has also in times past fur- 
nished the best, because almost the only body before 
which semi-technical questions of railroad administra- 
tion could be appropriately discussed. Of these, Mr. 
Shinn’s paper on ‘* Increased Efficiency in the Trans- 
portation of Freight” furnishes the most recent promi- 
nentexample ; but there are many similar examples 
in papers on terminal facilities, rapid transit and 
similar questions. 

At the late convention a great deal was brought 
out having direct importance to railroad interests. 
Perhaps the mostimportant from a financial point 
of view was the remarkably able and elaborate report 
on the ‘‘ Preservation of Timber ” summarized in our 
issue of May 12, the result of five years’ labor by a 
committee of nine apparently, but in reality, as was 
an open secret at the convention, mainly the result of 
the individual labors of the Chairman, Mr. Octave 
Chanute. This is apt to be the case in all such investi- 
gations by committee, yet the conclusion which is 
often drawn, that theappointment of a committee is 
therefore a mere farce, is by no means a justone. If 

-the committee has been originally well selected, even 
those of them who contribute nothing to the report 
directly will at least use some care about giving it the 
indorsement of their signatures, and thus add some- 
thing toits weight; and the fact that many have to sign 
the report is in itself a strong check against the airing 
of mere individual notions. For the report in question 








we may well believe that no such check was needed, 
but the evidence of the eight signatures appended 
certainly is, if nothing more, a desirable addition to 
the evidence of the report itself, that it isin the main 
as sound as it is careful and detailed. 

The Society of Civil Engineers, in fact, has been 
very successful in drawing out careful and valuable 
committee reports, and its success seems to indicate 
that the investigation of suitable subjects in that way 
might well be continued. Another report presented 
at this meeting, on a ‘‘ Uniform System of Tests for 
Cement,” is a fine example of useful committee work. 
It is not yet finally complete in form for publication, 
since it was voted at the late convention, in the face 
of some opposition, that it was a little too full for ex- 
pediency, and it was remanded back to the commit- 
tee with request to extract certain data as to the ad- 
missible variations in the strength of ‘‘ good” cement 
from the body of the report and to add it in an appen- 
dix simply as information instead of as recommended 
standards, on the ground that by establishing such lim- 
its, efforts tofimprove quality were discouraged. There 
was, however, no difference of opinion as to the great 
value of the report itself: the feeling seemed to be unan- 
imous that, as has already been suggested in this jour- 
nal, it would prove a great aid to sound practice, and 
one greatly needed, since without some formulation of 
what should be the requirements for good cement, it 
is almost a life study to learn how, not simply to make, 
but to interpret tests. The consequence is that such 
tests are frequently omitted, cr so badly made as to 
amount to nothing, and hence that the country is 
filled with bad masonry which might have been made 
durable at the same cost had the only real security 
for a good quality of cement, thorough tests accord- 
ing to a regular system, been in force. 

The only motion for the appointment of a new 
technical committee made at the convention was for 
one on therelation which the form of rails and wheels 
shou!d bear to each other, a disputed question which 
has been recently discussed in these columns and else- 
where, and which would seem especially suitable for 
consideration by a well selected commitee from such 
a body. The subject has been brought up on two or 
three occasions before the Master Car-Builders’ Associa- 
tion, but it may be well to note again that it was not 
discussed or acted on even by report of a committee, 
except in an incidental and informal way, and that 
little or no general discussion of the merits of the 
question occurred. Whatever may be in truth the 
best practice, therefore, it would seem well that the 
subject should be discussed on both sides by those 
who have given special attention to the theoretical 
and practical questions involved, and the Society of 
Civil Engineers contains many such. Under the rules, 
however, the final decision as to appointing such a 
committee must be voted on by letter-ballot. 

The committees on current tests and preservation of 
timber having been discharged, the only technical 
committee now existing is that on ‘‘ Standard Time,” 


which made an informal report on the 24 o’clock 


movement containing nothing especially new. 


A paper of special interest to railroad men was that 
on ‘‘ Power Brakes for Freight Engines and Cars,” by 
Mr. Wm. P. Shinn, who has recently made an extensive 
series of tests on the efficiency of the American Brake 
Co.’s apparatus, which consists, as most of our readers 
know, of asteam brake for engine and tender and a 
direct-acting compression buffer brake for the freight 
cars. The tests were made under a great variety of 
conditions, with engine brakes only, buffer brakes and 
hand brakes only, etc., etc., and although Mr. Shinn 
had unfortunately not had time fully to complete his 
paper, it bore every evidence of being a valuable con- 
tribution to the basis of fact for deciding this impor- 
tant pending question. The experiments included a 
graphical record of the actual movements of the draw- 
springs during the stop and (in less perfect form) of 
the actual tension on brake-rods, with suitable arrange- 
ments for correctly determining the speed and length 
of stops. The value of this careful series of brake 
tests for indicating the normal efficiency of hand 
freight brakes as well as power, seems so great that 
the discussion of the efficiency of hand brakes re- 
ferred toin our issue of May 29 will be postponed 
until Mr. Shinn’s data are available. 

Still other papers of notable interest to railroad men 
were those on ‘‘ English and American Railroads Com- 
pared,” by E. B. Dorsey, a full and careful paper; 
** Railroad Organization,” by Charles Latimer; ‘* Decay 
of Building Stones,” by Prof. T. Egleston; ‘‘ Preser- 
vation of Forests,” by F. Collingwood, and several 
papers on questions in bridge-building, not to mention 
those on caval and bydraulic engineering, some of 
which had atleast indirect interest to railroad men as 
such. These and other papers made a very full pro- 
gramme for, as was unanimously agreed, the most 





successful and most business-like convention which 
the Society has ever had. 

The wise selection of a place for meeting no doubt 
had a good deal to do with this result. The Society 
has heretofore met in some large city, in hotels 
crowded at times with other guests, and never par- 
ticularly comfortable in the summer months. Meet- 
ing in such cities, it has been natural that excursions 
to alleged *‘ points of interest” should take up a good 
deal of time, not always profitably. The opposite 
policy of meeting at some large retired summer-resort 
hotel, so early in the season that the convention shall 
be practically by itself, has proved so successful and 
enjoyable that it will not probably be readily aban- 
doned. 








THE LAKE SHORE AND THE MICHIGAN CENTRAL 
IN THE LAST HALF-YEAR. 


The statement of the earnings, expenses, fixed 
charges etc., of the Lake Shore and the Michigan Cen- 
tral railroads for the first half of the year is a further 
illustration of the very bad condition of the business 
of the western connections of the trunk lines. These 
statements were originally made at the directors’ 
meeting when dividends were declared—a duty from 
which the directors are relieved in these days. Made 
a few days before the close of the half-year, when 
the earnings are not fully known and the expenses 
still less so, they are, of course, not quite exact, but 
they show accurately enough the course of business 
from year to year. This year, moreover, the state- 
ment was made a week later than usual, so that there 
was less to ‘‘ estimate.” 

The first half of last year was very unfavorable to 
the Lake Shore. Compared with the first half of 1883 
(which was very favorable) there was, then, adecrease 
of 21 per cent. in gross and 22 per cent. in net earn- 
ings, while the profit per share of stock over fixed 
charges fell from $3.53 to $1.76, or just one-half. Now 
the results of the first half of this year compare as 
follows with that very unfavorable half-year: 














1885. *1884. Inc. or Dec, P.c. 

Gross earnings.. $6,421,071 $7,220,365 — $799,294 a1.3 
Axpenses........ 4,588,478 4,491,290 + 97.188 2.2 

Net earnings .. $1,832,593 $2,729,075 —$896482 32.8 
Int., rents, etc... 1,918,199 1,860,335 + 57,864 3 
BRM tccacks.- devusacesse $868,740 — $954,344 110.0 

Deficit .. .... $85,606 
Profit or loss per 

ee — 17 cts. + $1.76 _ $1.83 110.0 


There was thus a decrease of one-ninth in the gross 
earnings for the half-year, and this, with a small in- 
crease in the working expenses, caused a decrease of 
nearly one-third in the net earnings, reducing them 
below the fixed charges, which have increased; so 
that the road which earned $3.53 per share no longer 
ago than the first half of 1883, earned but 954 per cent. 
of its fixed charges this year. A comparison with the 
first half of 1883 shows the following decreases: 


Gross Net *Fixed 
earnings. Expenses. earnings. charges. Surplus. 
$2,798, 100 $1,134,488 $1,663,612 $168,726 $1,832,408 
P.c. 30.3 19.8 47.5 9.6 105.0 





* Increase. 


What a revolution within the short space of two 
years! Yet the crops to be moved are larger this year 
than in 1883, and the actual total freight movement 
j8 quite as large this year probably, and the passenger 
movement on this road also, perhaps. The chief 
cause of the great decline is the opening of new lines, 
fur to this we may charge the larger part of the great 
reduction in tbe prices received for transportation, 
which has reduced profits more even than the diverj 
sion of traffic, which has been important. It must 
not be supposed, however, that rates and profits 
could have been maintained if no new lines had been 
opened. We had passed through a period of extraor- 
dinary activity in all kinds of new construction—of 
dwellings, manufactories and machinery as well as 
railroads, and this had caused an exceptionally active 
demand for materials and labor of all kinds, and for 
transportation. With a more moderate growth in 
industrial enterprises we should never have had the 
unusually great prosperity following 1579. We should 
not have gone so high then nor so low now, and 
the fall would have been comparatively harmless, be- 
cause shortened at both ends. 

For nine successive years the results of the working 





* The figures for 1884 are those given in the annual report for 
1884, where they are given for each month They differ from 
the estimate made a year ago, naturally, showing $10,534 less 
net earnings, $24,110 less expenses; but $60,325 more fixed 
charges. They alse differ from the figures in the quarterly re- 
ports made to the New York Railroad Commissioners last year, 
showing about $29.000 Jess gross earnings. $9,000 less e uses, 
and $60,476 more fixed charges. The latter in the annual report 
are distributed equally among the several months of the year, 
and this statement of them, which we have adopted, may be the 
less correct. It is the chief cause why the profit per share, then 
reported as $2.03 for the first halt of 1884, now appears as 
$1.76. 
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of this railroad in the first half of the year have been: 


Lake Shore & Michigan Southern—Earnings and Expenses Jan- 
uary to June, for Nine Years. 





Surplus 

over Profit 
‘ Gross Net fixed per 
Year. earnings. Expenses. earnings. charges. share. 
1877..... ..$6,461.166 $4,628,119 $1,833,047 $445,247 $0.90 
1878....... 6,596,092 4,169,574 2,426,518 1,067,518 2.16 
ee 6,938,482 4,217,921 2,720,561 1,.370,56 2.77 
1880.... ... 9,072,993 5,019, 384 4,053,609 2.673.616 5.41 
1881........ 8.954.926 52 3,669,762 2,307,762 4 66 
1882........ 7,952,791 6,33 2,593,045 1,076,095 2.17 
1883.... 0,719,171 =, 3,496.205 1,746,802 3.53 
1884 7,220,365 4 2,729,075 868.740 1.76 
1885........ 6,421,071 4 1,832,593 *85,606 *0.17 

* Deficit. 


The earnings and expenses this year were thus even 
a little less than in that period of the deepest depres- 
sion after the panic of 1873, the first half of 1877, and 
the net earnings are substantially the same as then. 
But the increase in fixed charges (also caused by the 
construction of competing railroads) has been such 
that the net earnings, which left a profit of 90 cents a 
share then, result in a loss of 17 cents per share now. 

Wesee from the above that though the half-year 
was very favorable in 1883, it was by no means the 
most favorable the road has had. In the first half of 
1830, the profit per share was no less than $5.41, and 
in 1881 it was $4.66. The $2,673,616 of shareholders’ 
profits in the first of these half-years, in five years, 
during which the growth of the country and of the 
railroad system which contributes traffic to this road 
has been enormous, has been transformed into a lozs 
of $85,606—a decrease of $5.58 in the profits per 
share. 

We know of nothing which shows more strikingly 
the fluctuations to which American railroad shares 
are exposed. 

There may be some surprise that there should have 
been an increase instead of a decrease in working 
expenses this year; but this surprise should dis- 
appear when we observe that the decrease in these 
expenses from 1883 to 1884 was a heroic one—no less 
than 214 per cent. It was largely in maintenance 
expenses, and such decreases cannot long be kept up. 

The report to the New York Railroad Commission 
for the first quarter of this year showed a decrease of 
12} per cent. in gross and 33} per cent. in net earn- 
ings compared with last year, and a deficit in meeting 
fixed charges of $62,607. Taking the amounts reported 
for that quarter from those in the estimate for the 
half-year, we have as the results in the quarter ending 
with June: 


1885. 1884. Inc or Dec. P.c 
Gross earnings .........$3,186,000 $3,538,378 — 352,378 10.0 
eo ee , 2.250, 000 =2,165,21L+4+ 84,789 3.9 

















Net earnings ....... $936,000 $1,373.167 — $437,167 31.8 
a ES eee 959,000 902,265 + 56,735 6.3 
Surplus... vee gees $470,902 — $493,902 105.0 
Deficit. naw elke GY Seceisecas. SiaSA Ab4 caiees 


The decrease in gross and net earnings was some- 
what less in this second quarter than in the first quar- 
ter of the year, and the deficit but one-third as great. 
Yet last year there was a profit per share of 95 cents 
per share (as then reported); this year a loss of about 
5 cents. 

The Michigan Central makes no quarterly reports 
nor does it give earnings and expenses by months in 
its annual reports. We have, therefore, to be con- 
tent with the figures contained in these half-yearly 
estimates. Last year its decrease from 1883 was less 
than the Lake Shore’s in gross earnings, but so much 
less in expenses that its decrease in net earnings was 
greater. Its profit per share fell from $3.34 to 38 cents, 
which is less than in any other first half-year for which 
reports have been made. The returns this year com- 
pare as follows with those of that bad half-year : 





1885. 1884. Inc. or Dec. P.c 
Gross earnings .. .... mY 973,000 $5,605,000 -—-$630,C00 11 3 
HEPONGES ..... <2... 20008 886.000 © 4, 216, 000 — 330,0U0 7.8 
Net earnings.. .... og pit ,000 $1,387,000 —$3090,000 216 6 
Int. and rents ... 7 320,000 1,280, 1000 + 40,000 3.1 
TREE eer tar 107,000 — 340,0U0 318.0 
PGa ss. occaese acess "233,000 (aeeheneswe  --OkSESTARES  abeiea 


The Michigan Central receives two-thirds and the 
Canada Southern one-third of the surplus. This gives 
a loss of about 89 cents a share to the Michigan Cen- 
tral this year, against a profit of 38 cents last year 
and to the Canada Southern a Joss of nearly 50 cents 
a share, against a profit of 24 cents last year. The de- 
crease in profit per share has been $1.27 on the Mich- 
igan Central, 74 cents on the Canada Southern, and 
$1.93 on the Lake Shore. 

The rate of decrease on the Michigan Central system 
was nearly the same as on the Lake Shore in gross 
earnings, but it had a considerable decrease in ex- 
penses, while the Lake Shore had a small increase. 
The result is a decrease in net earnings of but 21} 
per cent. on the Michigan Central, against 822 on the 
Lake Shore. This is because the Lake Shore made 
much the greater reduction of expenses in 1884. If 
we compare 1885 with 1883 we shall find the reductions 
in expenses more nearly alike, namely, 19% per cent. 





on the Lake Shore and 15} per cent. on the Michigan 
Central. The latter’s decreases from 1883 have been: 
Fixed. 
$1,767,000 ‘$5.00 $1,002,000 “3110.00 si,172,000 
_ eae 26.2 15. 49.4 9.1 124.4 
ee 
The rate of decrease in both grossearnings and ex- 
penses has been less than on the Lake Shore; in net 
earnings, nearly the same. Both have a considerable 
increase in fixed charges, and both have transformed a 
surplus of profit available for dividend into a deficit, 
which is larger on the Michigan Central because its 
surplus in 1883 was much less than the Lake Shore’s. 
The aggregate gross and net earnings, working ex- 
penses and profits over fixed charges of the Michigan 
Central and Canada Southern, in the first half of the 
year for eight successive years have been : 
Michigan Central and Canada Southern Earnings and Projits in 
the June Half-Year for Eight Years. 


Gross Net 

Year earnin Expenses. earnings. Surplus. 
ae $4,285, 28 *$3,172.863 $1,112,763 $126,066 
., 4.605.6 1 *3,269,318 1,336,373 429,447 
oe 6 496,859 4,089,021 . 2,407,87 1.363.978 
_, SS 6,158,432 4,402,812 1,755,72 563,408 
1882 5,568,283 4,473,048 1,095,235 ees 910 
1883...... 6,740,000 4.591.000 2,149,000 9,000 

1884...... 5,603, 4,216,000 1.387.000 107. 000 
1885...... 4,973,000 3,886,000 1,087,000 +233,000 


* For these years the expenses of the Canada Southern for the 
first half of the year are assumed to be the same proportion of 
earnings as for the whole year, which is doubtless not quite 
accurate. 

+ Deficit. 


Thus the gross earnings this year, though they have 
fallen off largely, remain much greater than in 1878 
and 1879, and the net earnings are nearly as great as 
in 1878 and 1882. This is not the first time there has 
been a deficit in this half-year, there having been one 
in 1882, before the union of the two roads. It is now 
evident that this union has saved the Canada South- 
ern from bankruptcy. Its traffic is nearly all through, 
and it is questionable whether it has earned its work- 
ing expenses this year. Certainly it can have earned, 
by itself, but a small part of itsfixed charges. The ad- 
vantage of the union to the Michigan Central is seen 
only when through rates are profitable, as they were 
in 1880 and 1883. 

For the entire calendar year 1884, the Michigan 
Central earned over fixed charges a profit of but $41,000 
for itself and half as much for the Canada Southern; 
thus the united roads had a deficit of $45,650 in the 
last half of the year, against a profit of $107,000 in 
the first half. Judging by the crop prospects, traffic 


_| must be less in the last half of this year than it was in 


the corresponding half of last year. At present, rates 
are very much lower than then, and although they 
may be mended, it is altogether improbable that they 
will average as high as last year. The railroads have 
gone about as far in reducing expenses as is possible, 
and have now done it so long that many postponed 
renewals can be neglected no longer. It is therefore 
not easy to see why much better results can be ex- 
pected from the half-year just begun than from that 
just past. The deficits of these two companies are 
small, however, and though they may be further in- 
creased during the remainder of the year, it will not 
be difficult for them, with their proved capacity for 
making large profits under favorable circumstances, 
and the great financial resources of the men who con- 
trol them, to face for some time to come the present 
unfavorable conditions. But itis evident that they 
cannot afford to have matters grow worse, and that 
with the present conditions permanent both of them 
must be ruined. 








MAY EARNINGS. 


Our table of railroad earnings in May has returns 
from 75 railroads, whose aggregate mileage and earn- 
ings and average earnings per mile were : 

1885. 1884. 


Inc. or Dee. Pc. 
ere 439 242 + 1,197 23 
Maraines.........0% $24, 78, ‘489 $27, 148° "086 _ — $2,401,597 8.8 
Earn. per mile... . 462 520 58 11.1 


This is a ane decrease than in April even, when it 
was very much larger than in any previous month. 
Only 20 of the 75 roads had an increase in total earn- 
ings in May, and only 16 any increase in earnings per 
mile, and these increases were for the most part by 
small roads which still have light earnings per mile. 

Allthe American railroads northwest of St. Paul 
have a large decrease in earnings, that of the Northern 
Pacific being 30} per cent.; of the Manitoba, 22 per 
cent. The latter has had a continuous decrease since 
1882, though its mileage has been increased nearly 50 
per cent. meanwhile. Its earnings in May for five 
years have been: 

1881. 1882. 1883. 1884. 1885. 
$382,642 $858,903 $727,499 $621,167 $448,317 

The earnings per mile have fallen from $904 in 1882 
to $350 in 1885. They were formerly extraordinarily 
large for a new road, and they are now more 
nearly like those of other Western railroads. The 


Canadian Pacific's gain very likely was due to 
the large amount of military transportation in con- 
nection with the Riel insurrection. Inthe aggregate 
the four roads northwest of St. Paul show a decrease 
of 153 per cent. in total earnings, and of 20 per cent. 
in earnings per mile, against 15 per cent. in April. 

Twelve other railroads northwest of Chicago 
report an aggregate decrease of 6 per cent. in 
total earnings and 93 per cent. in earnings per mile. 
Four show an increase in total earnings, but only 
two—and these little roads—have any increase 
in earnings per mile. Some of the decreases are large, 
as 24% per cent. in earnings per mile by the Central 
Iowa, 22 by the Cedar Rapids & Northern, 32 by the 
Marquette & Ontonagon, and 214 by the Milwaukee, 
Lake Shore & Western. The three great roads, how- 
ever, which have more than 70 per cent. of the total 
mileage, had but moderate decreases. In the aggre- 
gate, this group fared better than the average. 

The lines reporting west and southwest of St. 
Louis include -but a small part of the mileage 
and exclude all the more impo)'tant roads in that 
territory. The eight reporting had a decrease of 6 per 
cent. in total earnings and of 11 per cent. in earnings 
per mile—just about the average of the country. The 
three Texas roads reporting all have large decreases, 
and the Texas & St. Louis earned but $86 per mile. 
Only one road, the Fort Scott & Gulf, makes any in- 
crease in earnings without increase in mileage, and its 
giin is trifling. This group had an increase in earn- 
ings in April. 

North of the Ohio, east of the Chicago & Alton 
Railroad and west of Pennsylvania there are reports 
from 18 roads, including the Wabash, which has a 
large mileage further west. These have a decrease in 
mileage, so that with 9.4 per cent. less total earn- 
ings the earnings per mile were reduced but 5.8 per 
cent.—much less than the average. Vive roads made 
gains, including the Eastern Illinois (124 per cent.), 
the Illmois lines of the Illinois Central (4 per 
cent.) and the Nickel Plate (4% per cent.). 
The latter has never before reported its earnings for 
amonth. The larger decreases are 24 per cent. by the 
West Michigan, 253 by the Detroit. Lansing & North- 
ern, 224 by the Flint & Pere Marquette, and 194 by 
the St. Louis & Terre Haute main line. Seventeen of 
these 18 roads had an aggregate decrease of $494,475 
in April, against $361,481 in May. 

South of the Ohio and Potomac and east of the 
Mississippi 17 roads report, showing a decrease of 7 
per cent. in total earnings and 8 per cent. in earnings 
per mile. Only three show an increase in total earnings— 
the Southern Division of the [illinois Central, the West- 
ern North Carolina and the New Orleans & North- 
eastern, and only the latter has an increase per mile 
of road. There are some large decreases—22%4 per 
cent. by the Alabama Great Southern, 234 by the 
Florida roads, 16 by the Vicksburg & Meridian, and 15 
by the Nashville & Chattanooga. In the aggregate 
the same group of roads had a decrease of $19,749 in 
April and one of $178,545 in May. 

We have reports {from 13 Eastern roads—north of 
the Potomac and east of Ohio. Three little ones show 
gains in earnings, but the 13 in the aggregate suffer 
decrease of 10 per cent. in total earnings and 11% per 
cent. in earnings per mile, Of the great roads the 
Grand Trunk loses 103 per cent., the Pennsylvania 8%, 
and the Reading 16. More than two-fifths of the 
aggregate decrease of the 75 roads reporting in the 
United States fell on these 11 Eastern roads, which had 
about 36 per cent. of the aggregate earnings of the 75. 
The Southern roads had a slightly greater mileage, 
but not one-fourth the earnings of the Eastern group; 
the Northwestern group, with 56 per cent. more 
miles, had 36 per cent. lessearnings. Ten of the 
Eastern roads had an aggregate decrease of $1,046,200 
in April and of $998,544 in May. 

The worst showing in May is by the roads northwest 
of St. Paul, and next to that by the Eastern and 
Southwestern roads ; the best is by the group north of 
the Ohio, which excludes the principal roads in the 
territory. The roads in that section, as a whole, are 
probably suffering more than any others in the United 
States. 


TRAIN RULES AND TRAIN MOVEMENT. 


If the distinguished pulpit orator of Brooklyn were 
in need of further illustrations of the doctrines of 
‘*evolution”and of ‘‘ natural selection,” the history of 
train rules in this country would afford him excellent 
material: and probably the *‘ survival of the fittest’ 
would be found also to be well exemplified. 

A comparison of the train rules of the great lines 
reveals a common origin and a development along 
parallel lines from similar experiences; there are only 
differences of detail to be noted. Beginning with a 











single track, with a small business, over short dis- 
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yances, the earlier codes, of course, did not provide 
for the contingencies which are recognized now that 
we have two, three and four tracks, with the constant 
support of the telegraph to maintain the circula- 
lation. 

So there will be found many survivals uf old customs 
in most of tke codes; as, for instance, the 15-minute 
rule for delays at meeting points, which has not dis- 
appeared yet from all the regulations, although ren- 
dered obsolete by the unfailing service of the tele- 
grapb. Doubtless this should be everywhere repealed 
and a more modern method substituted. 

The same may be said of many train rules which 
are being superseded by the constant supervision and 
communication of the train-dispatcher with every 
train ; and we may anticipate a fuller development in 
this direction as facilities of signaling and telegraph- 
ing are increased. 

The double-order system of train orders is one step 
in this course ; so is the abandonment by many roads 
of that superstition which regarded it as essential to 
have the engineman’s signature to the repeated special 
order, which was addressed to him and to the con- 
ductor. So far as we know, those roads which have 
once abandoned the practice of requiring it have not 
resumed it. Let any one regard the execution of this 
feat by an engineman on a stormy winter’s night, 
when he alights from an express train, covered with 
frost and snow dripping icicles from his sleeves and 
beard, a torch in one hand and an oil-can in the other, 
his mind intent on making time ; we think the observer 
will be convinced that the less penmanship there is 
required of that man, at that moment, the better the 
chance that he will remember the order that is read 
tohim. All admit, of course, that a great loss of time 
may be, and generally is, occasioned by exacting from 
the engineman this literary effort. i 

And with improved methods of signaling and a 
more certain reliance upon electric telegraphing, and 
with demands for high speed, we think the custom of 
giving orders to the train-men, except through the 
signals, will gradually become disused: indeed, upon 
double track it should be so already. The signal 
should say to the train-men * go ahead,” or ‘‘stop ;” 
the dispatches which are to decide this matter should 
be exchanged between the train-dispatcher, and the 
operators, without delaying the trains to settle the 
business. These persons are at peace, or should be ; 
they are comfortably housed, not concerned with col- 
lecting fares, unloading freight, hastening everybody 
to make time, nor with any other of the multifarious 
duties of conductors, which render it probable, as ex- 
perience has shown, that the train-men will forget or 
misunderstand their orders. The dispatcher and 
operators are therefore much more at liberty to attend 
to orders and to the protection of the trains than the 
harassed and over-burdened train-men can be. 

While business is small, as on country railroads, 
where an operator is required to act also as freight 
agent, ticket agent, baggage agent, switch-tender and 
so forth, it is quite as safe to send orders to the train- 
men; but on large roads, with great traffic and fast 
trains, the railroad telegraphers should have no other 
occupation than to govern the movement of the trains 
by signal, under instructions from the dispatchers. 

Under such a system a special train may be started 
at any moment upon the shortest notice and run 
through as rapidly and safely as a scheduled train, 
and with no more hindrance to the traffic in either di- 
rection. 

It is toward this consummation that all train rules 
and all systems of train movement should tend, in the 
light of our present experience—for we are not yet 
able to foresee what may be effected by the improve- 
ments in communication with the moving train 
which recent experiments permit us to hope for. 








The change of the Mobile & Ohio next week will 
leave only two of the important lines running south. 
ward from the Ohio River of 5 ft. gauge, and both of 
them are already making arrangements for the change 
to standard gauge. The Louisville & Nashville 
will, it is understood, make the change before 
the close of the present year, while the Cin- 
cinnati, New Orleans & Texas Pacific will 
follow suit as soon as a definite arrangement 
can be made with the Cincinnati Southern trustees. 
The 5 ft. gauge will then be practically limited to 
the seaboard Southern States, and will doubtless soon 
disappear. On the Atlantic Coast Line the standard 
gauge now extends as far south as Wilmington, 
and the roads in that line from Wilmington to 
Charleston will undoubtedly be soon of the same 
gauge, while the Savannah, Florida & Western 
is understood to be ready to make the change at 
the same time with its connecting lines to the nortb- 
ward. The Richmond & Danville and its controlled 





lines are already preparing to abandon the old gauge, 
although no definite time has been stated. By the 
end of next year it is altogether probable that the 
Norfolk & Western and the East Tennessee, Virginia 
& Georgia will be the only important lines still re- 
taining the 5-ft. gauge, and their alteration to the 
standard will then become actually a matter of neces- 
sity, the time depending chiefly upon the financial 
condition of the companies. 





The west-bound pool of the New York roads con- 
tinues. The West Shore had given notice of with- 
drawal from it dating from June 10; before that day 
arrived it was agreed to continue till July 1, and now 
a further extension has been made till Aug. 1. The 
regular rates are now, it must be remembered, ex- 
tremely low. But even these are not always adhered 
to, some engagements having been made for the 
future at lower rates. There is, however, a disposi- 
tion to prevent any further demoralization, and to 
cling to the organization through which rates may in 
time be restored. 








The efforts continue to form some arrangements 
among the western connections of the trunk lines 
which will enable them to stop carrying at ruinous 
rates. The passenger men propose to make a pool 
covering all the competitive business, corresponding 
to that which the eastern trunk lines had till recently, 
but which the western roads never succeeded in es- 
tablishing. The Central Traffic Association meets as 
we go to press, at Niagara Falls, where further steps in 
organization are to be taken and a Commissioner 


chosen. Even if these efforts are not im- 
mediately fruitful of results, they may produce 
an organization which will be of great value 
when a general advance of rates becomes _ pos- 


sible. The east-bound and interior passenger business 
has already been much improved by the efforts made, 
and that there is an earnest desire to effect something 
is shown by the agreement of the roads from Chicago 
eastward to cease paying commissions altogether— 
which not long ago some of them seemed never likely 
to consent to. 








The through shipments eastward from Chicago of 
freight of all kinds in the month of May, by the com- 
plete report, have been as follows, in each of the last 
seven years, in tons: 

1879. 1880. 1881. 1882. 1883. 1884. 1885. 
280,355 127,523 171,431 118,350 142,277 258,874 300, 875 

Thus the shipments this year were larger than in 
any previous May with the possible exception of 1879. 
Since 1883 the shipments of certain junction points 
have been included, which shipped about one-eleventh 
as much as Chicagv itself, and if this were true in 
May, 1879, the total shipments then from the 
points now reporting were 305,800 tons, or a little more 
than this year. At that time, however, probably 
the transfers at junction points were not so large as 
they became afterward. Allowing 9 per cent. for 
them, the shipments this year were twice as great as 
in 1880, 1882 or 1883, two-thirds greater than in 1881, 
and 16 per cent. more than last year. They were very 
great, indeed, and if rates had been fair the business 
would have been very satisfactory. But in all the 
years of very heavy shipments, 1879, 1854 and 
1885, the rates have been extremely low, and indeed 
the heavy shipments were due very largely to the low 
rates ; for in May the grain mostly goes by water if 
the railroads charge a profitable rate. As it is, the 
shipments were smaller in May than in any other 
month of this year except February. Shipments are 
always less in May than in April. 

For the five months ending with May the total Chi- 
cago shipments have been, in tons: 


Year. Tons. ,; Year. Tons 
oo SE re Pek SU. eee 
ree —CO | ..+...-1,329,360 
ae: i) Seer 
1882.... sais . 986,875 





Thus the shipments were very much greater this 
year than in any other, and about one-fifth more than 
last year, when rates averaged but little higher than 
this year. 








The corn movement, though heavier in June than 
in May, was not so great as it usually is in June after 
a year of large production, and very decidedly lighter 
than in the winter months, whichis remarkable. For 
the four weeks ending June 20, the receipts of the 
Northwestern markets were 8,118,075 bushels, against 
5,416,718 in the four months previous, 10,176,401 in 
four March weeks, 9,276,525 in four February weeks, 
and 9,079,547 bushels in four January weeks; while in 
the four corresponding weeks ending June 20 the 
receipts were 8,090,326 bushels last year and 10,375,128 
in 1883. For the whole year down to June 20 the 
corn receipts of these Northwestern markets have been: 


882. 1883. 1884. 1885, 
42,979,341 56,763,747 51,500,116 58,907,928 


In view of the fact that the production of corn 


marketed in these years increased from 1,194 millions 
of bushels in 1881 to 1,617 millions in 1882, 1,551 in 
1883 and 1,795 in 1884, the movement this year has 
been surprisingly light—only 11 millions more than in 
1882, though there were 601 millions more in the 
country. 

It is possible, however, that the receipts of the 
Northwestern markets do not include so large a share 
as usual of the total corn marketed. The very low 
rail rates have prevented any advantage in shipments 
by the lake ports, which are the chief ones reporting, 
and more than usual may have gone through to the 
East without reporting, and certainly more i han usual 
has gone south, because the cora crop was light there 
last year; and most of the movement south is not re- 
ported. The receipts at the Atlantic ports for the 
year down to June 20 have been: 


882. 1883. i884. 1835. 
18,637,386 45,369,797 26,264,740 48,236,516 

Thus though the Northwestern receipts were but 
2,400,000 bushels more this year than last, the Atlantic 
receipts were 22,000,000 greater this year. But for the 
last four weeks the Atlantic receipts have been a little 
less than last year and a third less than in 1883, as 
follows : 


1882. 


83 1884 1885. 
2,824,554 


1883. 
7,632,094 5,398,187 5,047,244 

The price of corn is proportionally not so low as the 
price of wheat, and one reason why no more corn has 
been marketed is that an unusual quantity isconsumed 
or to be consumed on the farms. The stocks were 
nearly exhausted at the close of last year, and farmers 
with much stock to feed cannot afford to take the risks 
of a light crop this year. Then though there 
were fewer hogs to consume the corn last winter than 
in other years of a large crop, a much larger amount 
than in those years is required for fattening cattle, 
which are brought by rail from the plains to the corn- 
growing country to be there prepared for market: 
Still, it seems strange that there should not have been 
more corn marketed since May. The weather has 
been such that farmers could spare little time from 
their fields it is true, but this was true in 1883 and 
1884. 








While the corn movement was comparatively light 
in June, the wheat movement was most decidedly 
heavy. For the three weeks ending June 20, the re- 
ceipts of the Northwestern markets were: 


1882. 1883. 1884. i885. 
1,822,683 2,839,985 2,438,853 3,575,249 


Thus the receipts this year were nearly one-half 
more than last year, and one-fourth more than in 1883, 
when the crop was nearly as large. But wheat even 
this year makes but a small part of the grain move- 
ment at this season. The bulk of the crop is marketed 
earlier. 

Thus the total receipts of the Northwestern markets 
in the five months ending with December and the 5% 
months ending June 20 have been: 

1881-82. 1882-3. 1883-4. 1884-5. 
Aug. 1 to Dee. 31.26,132,747 51,817,672 51,703,197 72,579,398 
Jan. 1 to June 20.14,007,815 20,136,068 14,527,501 24,331,945 

Total... . ...... 40,140,562 71,953,740 66,230,698 96,911,343 

Thus this year three-fourths and in other years 
something like that proportion of the receipts of the 
10% months were in the first five months of the crop 
year, 

The amount marketed this year is large without 
precedent, and the increase over 1882-83 is greater 
than the whole increase of the crop of 1884 over that 
of 1882 (25 millions increase in Northwestern receipts 
and but 84 millions increase in national production). 
Moreover the flour receipts have been 5 per cent. 
larger this year, amounting toan increase of 2,100,000 
bushels. Down to June 20, there had come to the 
Northwestern markets 137,800,000 bushels of wheat 
(including flour) of the crop of 1884, against 110,800,- 
000 bushels of the crop of 1882 marketed at the same 
time in 1883, while the crops were 504.2 millions in 
1882 and 512.8 in 1884. But an unusually large pro- 
portion has remained at those markets this year, the 
arrivals at the seaboard having been, since August, 11 
million bushels less this year than in 1882-83. 




















Regulating Rates in Massachusetts. 


The long session of the Massachusetts Legislature resulted 
in a comparatively small amount of railroad legislation. A 
number of special acts concerning various railroad corpora- 
tions were passed, the most importaut being that authorizing 
the consolidation of roads composing the Hoosac Tunnel line; 
but there were only four general laws adopted, and those, 
though of some importance, are not of much general interest, 
unless it be the act to authorize the Railroad Commissioners 
to forbid or regulate the sounding of locomotive whistles in 
certain cases. That act provides relief from a serious griev- 
ance in some populous localities. There is one other act 
of a special character, which, however, in its bearings 





is of general interest, as a new départure in the railroad 
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policy of Massachusetts. The Legislature of that state 
has always, except in the case of the very earliest charters, 
reserved the right to alter or amend such charters, and to 
pass any general laws affecting them. One of the general 
laws, which was first incorporated in the charters, provides 
that fares, tolls, and charges shall at all times be subject to 
revision and alteration by the Legislature. Originally this 
was limited by a proviso that they should not be so dimin- 
ished as to reduce the income of a road below 10 per cent. on 
its capital stock; but in 1870 this proviso was repealed, and 
at present the law stands that such fares, tolls and charges 
‘** shall at all times be subject to revision and alteration by 
the Genera] Court or by such officers or persons as it may 
appoint for the purpose, anything in the charter of a railroad 
corporation to the contrary notwithstanding.” 

Although this power of revision has always been claimed 
and admitted, the Legislature of Massachusetts has wisely 
refrained from exercising the power, and the mere existence 
of the right to revise rates has probably had a restraining 
influence on the railroad companies, so that there has been 
less cause for complaint on the part of the public than in 
some other states. Since the establishment of the Board of 
Railroad Commissioners all complaints in relation to fares 
and rates have been made to that board, and if, after a hear- 
ing, it recommended a reduction, the recommendation has 
almost invariably been promptly complied with. But dur- 
ing the recent session of the Legislature a case occurred 
which was thought to call for the exercise of its reserved 
right. 

Certain manufacturers and traders of Berkshire County 
complained to the Legislature of unreasonable rates and of 
discrimination, on the part of the Housatonic Railroad Com- 
pany, a Connecticut corporation, which works the railroads 
in Southern Berkshire under a perpetual lease. The matter 
was referred by the legislative committee to the Railroad Com- 
missioners, who gave a hearing, and subsequently recom- 
mended certain reductions in rates. The President of the 
railroad admitted that some of the complaints were well 
founded, and after considerable delay promised to conform 
substantiaily to the recommendations of the Commissioners. 
These facts were reported back to the legislative committee, 
who still had the subject in charge. But notwithstanding 
several reminders sent to the President the delay continued, 
and the aggrieved parties renewed their demand for relief. The 
end of the session was near, and as there was apparently a de- 
termination on the part of the railroad company nos to comply 
with the recommendations of the Commissioners, a bill was 
reported and promptly passed, authorizing the Railroad 
Commissioners to fix any or all rates on the railroads 
operated by the Housatonic Railroad Company between dif- 
ferent points in Massachusetts, and maximum rates between 
any point in Massachusetts and any other point or place. The 
Legislature has thus undertaken for the first time to act 
under its reserved rights to revise rates. It is safe to say 
that no Massachusetts corporation would have allowed 
matters to come to this pass. But the Housatonic Company 
has once before disregarded the recommendation of the 
Massachusetts Commissioners until compelled by the Legisla- 
ture to comply. 

It is understood that the aggrieved parties still complain 
that they have no relief, and call upon the Commissioners to 
act under the law, which they will of course do, unless the 
managers of the railroad at last realize that they had better 
make a voluntary concession of what the Commissioners have 
already declared to be reasonable and equal rates. 








Chicago through rail shipments eastward were nearly the 
same week before last as in the two weeks previous, but last 
week they were much smaller, and indeed were the smallest 
of the year. For six successive years the shipments have 
been for the weeks ending June 20 and 27, intons : 


Week to. 1880. 1881. 1882. 1883. 1884. 1885. 
Oe 68,360 54,266 28,753 27.449 53,036 43,308 
June 27. . ..... 55,394 81,660 25918 80,718 59,364 34,917 


In both weeks the shipments this year were less than in any 
of the others except 1882 and 1883. Rates are supposed to 
have been maintained in 1880, 1882 and 1883. 

The last week was the first week of the railroad war in 
1881, and the shipments then were the largest of the year. 
In none of these years were the rates as low as this year, 
however. Last year this was the last week of shipments at 
the 15-cent rate, an advance to 20 cents being made then, 
which was followed by a large reduction of the shipments. 

The number of tons shipped and the percentage going by 
each railroad in each of the last six weeks has been : 

Week ending —-———---— 














Tons: May 23. May 30. June 6 June 13 June 20. June 27 
Fiour... .... . 9,186 5980 5,354 3,617 84: 4,916 
Grain.......... ..33,691 27,424 30,120 30,488 31,223 21,562 
Provisions .... .. 7,165 6,995 7,609 8541 8,242 8439 

Total... 2. 49,992 40,399 43,083 42,646 43,308 34,917 

Per cent.: 

C.&GrandT.... 84 9.1 6.2 14.4 214 11.3 
Mich. Cen. ...... 28.8 22.7 220 211 144 17.6 
Lake Shore...... 138 15. 163 15.1 107 12.3 
Nickel Plate. ... 11.7 11.3 13.6 11.4 15.7 14.4 
Ft. Wayne....... 14.5 150 168 12.7 16.6 21.0 
C..%L.@P.... GA 9.8 7.6 85 7.4 7.7 
Balt. & Ohio..... 132 11.2 10.7 9.2 6.3 8.3 
Ch. &. Atlantic.. 3.9 5.6 6.8 7.6 7.5 7.4 

Total......... 100.0 100.0 100.0 100.0 100.0 1000 


The decrease last week, we see, was wholly in grain, there 
being a large increase in flour and a small one in provisions. 
The Minneapolis mills are again producing, which tends to 
increase flour shipments. In the aggregate, however, the 
shipments last week were 19 per cent. less than the week 
before. In percentages, the Chicago & Grand Trunk carried 
nearly double its usual share week before last, but fell back 
to about its average last week. The Nickel Plate both last 
week and the week before had an unusually and undesirably 
large share, and the Fort Wayne also bad a larger share than 





before for a long time ; but this is less undesirable in its case 
because it carries a very large part of the provisions, for 
which a higher rate is obtained than for flour and grain. 
For these six weeks the aggregate percentages of the threee 
Vanderbilt roads and of the two Pennsylvania roads hav 
een : 


Vanderbilt... .......54.3 49.3 51.9 47.6 40.8 44.3 
Pennsylvania . 20.9 24.8 24.4 21.2 24.0 28.7 


It should be remembered that there is some high-class traf- 
fic not included in this report, which traffic may make the 
percentages of earnings from the through freight quite differ. 
ent from those given above. 

The prevailing rate last week seems to have been 13 cents 
per 100 Ibs. for grain and flour. The lake propellers, after 
having carried for some time at 1 cent a bushel for corn and 
1 for wheat to Buffalo, agreed to take nothing at less than 
114, and seem to have got this rate for wheat at least ; but 
they did not get much last week at any rate. With this lake 
rate and 2% cents for corn and 3 for wheat from Buffalo to 
New York, there is nothing to obstruct a free movement of 
grain to the seaboard but a lack of demand at prices accept- 
able to Western holders. But water rates would soon go up 
if the railroads should advance their rates, and the railroads 
would carry what is consumed in the interior at a 20-cent 
rate just the same as they do now. 








Record of New Railroad Construction. 


Information of the laying of track on new railroads in the 
current year is given in the present number of the Railroad 
Gazette as follows : 

Augusta, Gibson & Sandersville.—Extended southwest 
to Bath, Ga., 10 miles. 

Beech Creek, Clearfield & Southwestern.—A branch is 
completed from Munson, Pa., to New Millport, 314 miles. 

California Southern.—Extended from San Bernardino, 
Cal., northward 12 miles. 

Eureka & Eel River.—Completed from Eureka, Cal., south- 
west to Eel River, 26 miles. 

Indiana, Alabama & Texas.—Completed toa point twenty 
miles north by west from Clarksville, Tenn., an extension of 
10 miles. 

Kansas City Belt.—Completed in the outskirts of Kansas 
City, Mo., 6 miles. 

Kansas City, Clinton & Springfield..—Extended south- 
west to a point five miles from Clinton, Mo., 39 miles. 

Minnesota & Northwestern.—Extended from Cascade, 
Minn., southward to Dodge Centre, 45 miles. 

Stewarttown.—Completed from Stewarttown. Pa., west to 
New Freedom, 7 miles. 

This is a total of 186!¢ miles, making 864 miles thus far 
reported for the current year. The new track reported to 
the corresponding date for 14 years past has been : 


arising from work being left in the hands of district 
aapens, | and he a its as eee. out by os 
pendent department superinte an 
ially trained for the work. He traced the devel t 
of the on the London & Northwestern Railway since 
1873. In that year the directors of the company, who had 
already spent more than £1,000,000 on the work, andin view 
of a further large outlay, instructed their Chief Mechanical 
Engineer to prepare the necessary shops and machinery at 
Crewe for the manufacture of every appliance to carry on the 
signaling of the line. fitting and erecting shops, car- 
peuters’ shops and saw-mills, with special machinery, were pro- 
vided; and arrangements were made for the rolling of the 
Bessemer steel-point rod, locking-bar, and other iron, and the 
stamping of corrugated steel signal arms; whiie plans were 
prepared of the locking apparatus and other requisite appli- 
ances, a signal department was instituted, and .an engineer 
p sapemrnee to superintend the work. A brief description of 
the growth of the locking apparatus was then given, up to the 
date of the introduction of the frame now used by the commer 
These 


known as “ lever-locking,” the invention of Mr. F. W. 
so called to distinguish it from ‘ catch-rod-locking.” 
two —_, < eo together with the — -cabins, 
signals, signal-slots, adjusting apparatus, point- compen- 
sators, facing-point (cae. detector-bars, and other kinds of 
apparatus, were described in detail. Attention was directed 
to a want of improvement in the grouping and general ar- 
rangement of the signals for four lines of railway and at 
important junctions; and after giving an account of a simple 
plan for a Se unimportant roadside stations, 
adopted on the London «& Northwestern Railway at the sug- 
— of the author, statistics were introduced of the num- 
r of men employed, signal-cabins, si , and the cost of 
maintenance. The appendix contained a copy of the com- 
— rules for the sighting of signals, and f or the general 
work of the department. 


Regulator for Gas-Burning Furnaces. 

Mr. G. Westinghouse, Jr., of Pittsburgh, Pa., has patented a 
regulator for the gas and air supply of a furnace in which 
gas is used as fuel. The supply of gas and air is regulated in 
accordance with the variations of the steam pressure, in 
order to maintain such premaee uniformly at the normal 
condition. The steam within the boiler acts, through a pipe, 
upon a flexible diaphragm, and a \ eee tends to 
move the gas-supply valve downwardly toward its seat and 
to elevate the outer end of a lever to close the air-supply 
valve. The downward pressure of the steam is o vy 
the gravity of a counter-balance, which tends to elevate the 
inner and depress the outer end of the lever, and to thereby 
open the gas and air-supply valves. By a proper adjustment 
of the counterbalance the equilibrium between the opposing 
forces of pressure and gravity may be established. 


Breaking Steel with Dynamite. 


The Lackawanna Iron & Coa] Co. at Scranton has fora 
long time been trying to devise some way of breaking up a 
lot of 6-ton chunks of steel so that they could be utilized. 
These mighty masses of metal became chilled in the ladles 
from time to time on account of the outlets getting clogged 

so that the workmen were unable to pour the molten steel 
into the ingot molds. They have been accumulating for 
several years, and the company has tried in various ways to 
break them, but the trials have been devoid of any result 
until now. A 3,000-Ib. oblong weight of steel drop on one 
of the 6-ton bell-shaped masses from a height of 50 ft. failed 
to break it or even to crack the surfa2e, and after this experi- 
ment had been repeated 40 or 50 times it was abandoned. 


1 | Then one of the workmen sug; that powder be used as 


anexplosive to shatter the chunks. Soa hole 1% in. in 
diameter was drilled into the centre of one of the chunks for a 


690 distance of 18 in. It was filled with powder, and a steel 





This statement covers main track only, second or other 
additional tracks and sidings not being included. 








Contributions to a National Museum Illustrating Steam 
Transportation. 





Mr. J. E. Watkins, of Camden, N. J., who has recently 
been appointed Honorary Curator of the section of Steam 
Transportation (Railroads and Steamboats) in the United 
States National Museum, in connection with the Smithsonian 
Institution, is authorized by the Institution to treat in the 
interests of the National Museum with any persons who may 

e willing to aid in the development of this section, and to 
add to the collection already in the Museum objects illustra- 
tive of the history and growth of this industry in the United 
LStates. Specimens thus acquired will be exhibited in the 
Museum in the name of the donor. Mr. Watson has issued 
the following circular : 


In order that the collection in connection with this section 
may be made as complete and creditable as possible your 
co-operation is earnestly requested. 

The Pennsylvania Railroad Co. has already presented to 
the Museum Locomotive No. 1 (of the Camden & Amboy 
Railroad Co.), more familiarly known as the ‘‘ John Bull,” 
together with a section of the original track, laid with some 
stone blocks, etc., upon which this, the oldest engine on their 
system, ran. Many other valuable relics from other rail- 
roads have also been furnished. 

I shall be glad to receive information as to the whereabouts 
of parts of such locomotives, cars, steamboats, track, etc., as 
may be of historic value, together with authentic drawings 
of early railway appliances, also old tickets, old time-tables, 
systems of old baggage checks, etc. 

A nation which contains within its borders over 120,000 
miles of railway, representing a stock and bonded capital of 
over 7,000,000,000 of dollars, should be zealous to preserve 
the history of the efforts of the pioneers in railway con- 
struction and equipment, which, during the last half century, 
have had such an immense influence upon our growth and 
the development of our civilization. 

With this end in view the authorities of the National 
Museum have organized’ this section, by which they hope to 
perpetuate the history of the birth and development of the 
Aierican railway and steamboat, as well as to add an inter- 
esting and instructive feature to the Museum, which is 
annually visited by between two hundred and three hundred 
thousand persons, hailing from every state and territory in 
the Union, as well as from almost every nation. 








TECHNICAL. 


Signals on an Enoglish Railroad. 
Ata recent meeting of the Institute of Civil Engineers in 
London, England, the paper read was on ‘ igen me of 
the London & Northwestern Railway,” by Mr. ur Moore 


Thom 
In this paper the author first referred to the disadvantages 





lug with a priming hole in it was screwed into the orifice. 
When the powder was ignited by a slow match, the workmen 
who had retired to a safe distance, expected to hear a terrific 
explosion. The powder had no more effect on the mass than 
so much water would have had. 

A man who was used to handling dynamite was then asked 
to try his skill on one of the chunks. The steel plug was 
unscrewed and a dynamite cartridge 5 inches long was 
placed in the hole. Then the plug was screwed in again and 
the dynamite exploded. All that the dynamite did was to 
blow the plug out. The next thing done was to place two 
cartridges 0} Lf eag oe in the hole and to tamp them down 
with sand. en they exploded the force all went out of the 
hole in the wake of the sand. The dynamiter said that he 
would keep on adding one cartridge at each trial until the 
hole wouldn’t hold any more, and he put in three cartridges 
the third time and tamped them down with sand. The ex- 
plosion was heard in every part of the city. The three 
cartridges had cracked the 6-ton mass into a number of 
pieces small enough to be melted. One piece, which measured 
1,200 Ibs., was thrown more than 100 ft. Over 3C chunks 
of the same size will be similarly treated during the summer. 
—American Manufacturer. 








THE SCRAP HEAP. 


Mr. Garrett's Estate. 


A Baltimore dispatch says: ‘* An inventory of the estate of 
the late John W. Garrett, President of the Baltimore & Ohio 
i , was filed this morning in the Orphans’ Court of 
Baltimore County by the Executors, Messrs. William F. 
Frick and T. Harrison Garrett. The gross amount returned 
by the appraiser was $5,774,509. This does not include 
r. Garrett’s interest in the firm of Robert Garrett & Sons, 
banking house, and none of his real estate. It embraces his 
gallery of paintings, bonds, stocks and money. The moneys 
invested with Robert Garrett & Sons, and not mentioned tn 
the inventory, include 30,000 shares of Baltimore & Ohio 
stock, which, according to the testator’s will, shall be held 
intact and controlled by the Trustees in common until 20 
years shall have ela; , when these shares may be equall 
divided among the three children, namely, Robert, the Presi- 
dent of the Baltimore & Ohio; T rrison, and Mary 
Elizabeth Garrett. The remainder deposited with the firm, 
and which forms the nucleus of the capital of the bank, will 
not be returned, so that no exact estimate can be formed of 
the total wealth of the dead railroad king. It is conceded, 
however, that this portion is greater than all the rest, includ- 
ing the real estate, which is valued at not less than from $3,- 
000,000 to $4,000,000. According to this, the entire estate 
will not fall short of $15,000,000.” 


A Railroad Semi-Centennial. 


The Boston & Providence Railroad completed its first half- 
century on June 26. The road was c red June 22, 
1831, and the work of constructing the first section of 18 
miles between Boston and Sharon commenced in the latter 
part of 1832. The second section of 14 miles, Sharon to 
Attleboro, was commenced in 1833, and the remaining sec- 
tion of 12 miles to Providence in 1834. The road was 
opened to Canton, 14 miles, in 1834, and June 26, we believe, 
completes the first half-century that the road has been in 





operation over the entire distance between Boston and Provi- 
dence, And although the first 25 years of the history of the 
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company was not quite so profitable as the second, the fact 
that dividends during the time from 1835 to 1859, both 
inclusive, averaged 5!¢ per cent., shows that a very fair 
return was made upon the capital invested, which was 
$1,500,000 in 1835 and $3,160, in 1859. The earnings in 
1836, the first full year operated, were $135,583, against 
expenses of $83,719; this left net earnings of $54,864 upon a 
road of 4314 miles in length. The first dividend was paid in 
1837, when it was a 4 per cent. one; the next two years the 
dividends were 8 per cent., and again in 1846 8 per cent. 
was paid. These, in fact, were the only 8 per cent. dividends 
paid in the first 25 years’ operation of the road.—Boston 
Transcript. 

A Railroad Advertising Trade-Mark. 

The Chicago, Milwaukee & St. Paul Co. gives notice that 
it has adopted and duly registered as a trade-mark or design, 
for advertising purposes, an oblong block, set on an angle, 
with the name ‘* Chicago, Milwaukee & St. Paul Railway” 
printed in white letters ona red ground. The design is not 
reproduced here, as its constant use by the company has 
doubtless made it familiar to all our readers. 


A Worthy Improvement. 


The improvement which has recently been made in the 
construction of railway stations in this part of the country 
has not received the public commendation it deserves. A 
number of the railroad companies that have their termini in 
this city have lately built stations along their lines that are 
decided ornaments to the towns in which they are located. 
Until eeseagy £ a country or suburban railroad station has 
been about the most disagreeable feature in the place in 
which it has been located. It has been architecturally ugly, 
thoroughly inconvenient, while the ground around it has been 
maintained in almost careful disorder. In this respect, 
American railroad stations have been in striking contrast with 
the railroad stations in Europe, which are ordinarily built 
with great taste, while the land in their immediate neighbor- 
hood is carefully laid out. The Boston & Albany, the Old 
Colony and one or two other companies seem to have consid- 
ered it expedient to copy this European model, and where 
new stations are built these have been constructed in a man- 
ner which cannot be too much commended. The influence of 
a fine railroad station, with the ground around it tastefully 
laid out, cannot fail to have its effect on the people of the 
town in which it is situated. Insensibly, the buildings in the 
vicinity will be improved, so as to bring them up to the level 
of the model of good taste that has been set, and by this sim- 
ple means an object lesson of the greatest value will be 
taught in many different localities. Even on the score of 
utility not a little can be said in favor of this new departure, 
for anything which tends to make travel by railroad 
easier and more attractive tends also to increase the patron- 
age of the railroad companies.— Boston Herald. 

Fast Time, 

On Thursday, June 25, a special train consisting of a loco- 
motive, 3 passenger cars and 1 drawing-room car made 
the run over the Albany & Susquehanna Division of the 
Delaware & Hudson River Canal Co.’s road, from Bing- 
hamton to Albany, 143 miles, in 3:10, making 4 stops and 
slowing up 6 times. Making no allowance for the stops, the 
average speed was 45.2 miles per hour. The train was 
drawn by engine No. 202, J. Malone, Engineer, an anthracite 
burner, with 19 by 24 in. cylinders and 5 ft. 8 in. driving 
wheels. 


A New Kind of Passenger Trafiic. 


The East Indian Railroad Co. has been offered a special 
contract which it rather hesitates to accept, and is certainly 
in doubt as to whether it should be referred to the freight or 
the passenger department. The contract offered is for carrying 
10,000 monkeys from Benares to Saharunpore. It appears 
that Benares is infested with a great multitude of monkeys, 
which are there considered sacred. and which have grown to 
be an intolerable nuisance. Several attempts have been 
made to carry them out of the city short distances, but they 
have always returned, and the authorities have now resolved 
to capture some 10,000 of them and carry them away a dis- 
tance of about 350 miles, in the hope that they will stay away. 
Of course, on so large a shipment, they want special rates, 
while the company, on the other hand, thinks it should have 
extra payment for carrying so troublesome a cargo. 

A Vermonter’s Idea of Traveling. 

‘* How fur is Albany ¢” asked a countryman at the Grand 
Central Station. 

‘**One hundred and forty-four miles.” 

‘* How long does it take to git thar ?” 

‘** Three hours and twenty-five minutes by fast line.” 

** An’ how much does it cost ?” 

** One dollar and forty-four cents.” 

“Gosh ! a dollar an’ forty-four cents fer ridin’ less’n four 
hours? Why, up in Vermont I can ride half a day on a rail- 
road for less money than that, an’ not go near so fur, 
nuther.”"—New York Sun. 


An Absent-Minded Passer ger. 

The passengers on the Middletown Express were much 
amused Thursday evening after the train left Goshen by the 
absent-mindedness of a well-known lawyer of Middletown. 
The conductor entered the car to take up the tickets, and 
when he accosted the gentleman referred to, he began search- 
ing through his pockets for his ticket, and failing to find it 
got up, looked on and under his seat and down the aisle of the 
car, and was about to pay his fare when conductor C. Hale, 
who had been greatly enjoying the fun, reached out his hand 
and removed the ticket from between the gentleman’s thumb 
and finger, where he had been holding it in full view since 
entering the car at Goshen. The gentleman felt cheap, of 

. course, but joined heartily in the laugh that followed.—Port 
Jervis (N. Y.) Gazette. 
A Locomotive Struck by Lightning. 

A singular accident recently happened at Milnes, Va., on 
the Shenandoah Valley road, when the locomotive of a freight 
train, which was standing on a siding, was struck by light- 
ning. Both the engineer and fireman received severe shocks, 
the engineer being so injured that he did not recover for sev- 
eral days, and the engine was somewhat damaged. Acci- 
dents of this kind do not often happen. 

An Alleged Pass Swindler. 

The Union Pacific Co. states that applications for passes 
have been made to other lines, dated at ‘* Train Dispatcher’s 
office, Granger, Wyo.,” and signed ‘‘ J. M. Howard, Chief 
Train Dispatcher.” This company does not maintain a train 
dispatcher’s office at Granger, and the letters are believed to 
be written by one W. F. Meredith, for whom it has been as- 
certained that letter-heading has been printed. This Mere- 
dith is a young man, about 22 years of age, tall and slender, 
with light complexion and blue eyes, and left the company’s 
service June 1. Persons receiving such requests for passes 
are asked not to honor them. 

An Old Engineer. 


On the Fourth of July Mr. James H. Prince will complete 
40 years of service as a locomotive engineer on the Boston & 
Providence road. For nearly all the time Mr. Prince has 
been running local trains between Boston & Dedham. He 





boasts that, although he has probably drawn more passengers ) Burne: Vice-President, S. R. Millington; Treasurer, George 


than any engineer in New England, no life hasever been lost 
on one of his trains. 


@eneral Qailroad Mews 
MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings of the stockholders of railroad companies will be 
held as follows : 
Marquette, Houghton &;Ontonagon, annual meeting, at the 
office in Marquette, Mich., July 16, at noon. 


Dividends. 


Dividends on the capital stocks of railroad companies have 
been declared as follows : 


Albany & Susquehanna (leased to Delaware & Hudson 
Canal Co.), 314 per cent., semi-annual, payable July 1. 

Cheshire, 144 per cent., semi-annual, on the preferred 
stock, payable July 10. 

Delaware, Lackawanna & Western, 2 per cent., quar- 
terly, payable July 20. Transfer books close June 30. 

Naugatuck, 5 per cent., semi-annual, payable July 15. 

New London Northern, 144 per cent., quarterly, payable 
July 1. 

New York, Lackawanna d&: Western (leased to Delaware, 
Lackawanna & Western), 114 per cent., quarterly, payable 
July 1. 

New York Central & Hudson River, 01% per cent., quar- 
terly, payable July 15, to stockholders of record on July 1. 

Norwich & Worcester, 4 per cent., semi-annual, payable 
July 10. 

Pittsburgh, Fort Wayne & Chicago (leased to Pennsyl- 
vania Co.), 134 per cent., quarterly, payable on special stock 
July 1, and on regular stock July 7. 

Portland, Saco & Portsmouth (leased to Boston & Maine), 
3 per cent., semi-annual, payable July 15. 

Providence & Worcester, 3 per cent., semi-annual, payable 
July 1. 

Rock Island & Peoria, 244 per cent., semi-annual, declared 
June 23. - 

United New Jersey (leased to Pennsylvania Railroad Co.), 
214 per cent., quarterly, payable July 10. 

Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech- 
nical societies will be held as follows : 

The International Association of Traveling & Passenger 
Agents will hold its annual convention in Boston, Tuesday, 
July 7. 

The Southern Railway & Steamship Association will hold 
its annual convention in Atlanta, Ga.,on Wednesday, July 8. 

The General Baggage Agents’ Association will hold its 
half-yearly meeting in St. Paul, Minn., on Wednesday, July 
15 





». 

The Master Car-Painters’ Association will hold its annual 
convention in Toronto, Ont., on Wednesday, Sept. 2. 

he National Association of General Passenger & Ticket 
Agents will hold its next half-yearly meeting in New York, 
at 11 a. m., on Tuesday, Sept. 15. 
Foreclosure Sales. 

The Cincinnati Northern road was sold under foreclosure 
in Cincinnati, June 27, and was bought for $200,000, by A. 
S. Winslow, as agent for the bondholders. The sale did not 
include the interest owned by it in the Spring Grove, Avon- 
dale & Cincinnati road, and the purchasers incur no liability 
on account of that road. The line extends from Cincinnati, 
O., to Waynesville, 37 miles, and was for a time included by 
consolidation in the Toledo, Cincinnati & St. Louis, but this 
consolidation was set aside by the foreclosure of the mort- 
gage. The purchasers will organize a new company as soon 
as the sale is confirmed. 








ELECTIONS AND APPOINTMENTS. 

Atlantic & North Carolina.—At the annual meeting of 
the stockholders in Morehead City, N. C., June 25, the fol- 
lowing directors were chosen : J. A. Pridgeon, John Gatling, 
Arnold Borden, Eugene Morehead. At the same time the 
following appointments of state directors by the Governor 
were announced : C. E. Foy, Washington Bryan, Winfield 
Chadwick, John F. Wooten, Dempsey Wood, W. H. H 
Cobb, W. C. Stronach, Paul F. Faison. . 

On the following day the board met and elected Washing- 
ington Bryan President; F. C. Roberts, Secretary and Treas- 
urer; Henry R. Bryan, Attorney. 


Car-Accountants’ Association.—This Association at 
its recent convention elected the following officers: Frank 
M. Luce, President; A. P. Wilde, Vice-President ; D. F. 
Maroney, Secretary ; E. M. Horton, Treasurer. 


Cattle King.—Mr. H. L. Jackson has been appointed Chief 
Engineer of this curiously named company. is Office is at 
Dodge City, Kan. 


Chester & Lenoir.—At the annual meeting in Chester, S. 
C., last week, President Hardin was re-elected with all the 
old directors. The road is leased to the Charlotte, Columbia 
& Augusta. 


Chicago, Rock Island & Pacific.—Mr. E. St. John has 
been appointed Assistant to the General Manager, a new 
office. He will also retain his position as General Passenger 
Agent of the road. 


Chicago & Western Indiana.—The board has elected John 
B. Carson President; N. J. Clark, Secretary and Auditor; 
J.D. Stokes, Treasurer. 


Cincinnati, New Orleans & Texas Pacific.—Mr. R. X. 
Ryan is appointed Assistant General Freight and Passenger 
Agent, and the following changes of agents have been made 
in this department: The office of the ‘Northwestern Agent, 
at Cleveland, and the traveling passenger agency for Ten- 
nessee are abolished. Mr. L. Hardy, heretofore General 
Freight Agent at Vicksburg, and Mr. Bernard Brown, 
General Agent at New Orleans, will hereafter be known as 
Contracting Agents at those points. 

Mr. F. A. Zimmerman has been appointed General Bag- 
gage Agent in place of D. Ennis, resigned. 

Mr. R. A. Lybrook has been appointed Master of Trans- 
portation of the Vicksburg, Shreveport & Pacific Division. 

Cleveland & Canton.—The directors of this new company 
(successor to the Connotton Valley) have elected H. A. Blood 
President; D.K. Stevens, Secretary; W. O. Chapman, Treas- 
urer; E. D. Hewens, Assistant Treasurer; Samuel Briggs, 
General Manager. : 


Covington & Macon.—Mr. L. F. Livingston, of Macon,Ga., 
is President of this new company. 

Dakota & Great Southern.—The new officers of this road 
are J. M. Childs, of Utica, N. Y., President; M. B. Davis, 
Vice-President, and J. S. Wheeler, Secretary and Treasurer. 


Herkimer, Newport & Poland.—At the annual meeting in 
Herkimer, N. June 24, the old directors were re-elected, 
and chose the following officers: President, Edward M. 





H. Thomas; Secretary, Thomas E. Merritt. 


Kansas & Gulf Short Line.—Mr. E. Culverhouse, General 
Manager, announced on June 21 that A. L. Clarke has been 
appointed General Freight and Passenger Agent for this 
company ; appointment to date from July 1. Headquarters 
at Tyler, Texas. He succeeds Mr. E. B. Stevenson, appointed 
to other duties. 


Marshall & Northwestern.—At the annual meeting in 
Marshall, Tex., June 25, the following Board of Directors 
were elected : Edward G. Tich, W. W. Heartsell, E. J. Fry, 
W. P. Hudgins, L. W. Lloyd, T. A. Elginand A. C. Alex- 
ander. The directors chose E. G. Zeile, President ; W. W. 
Heartsell, Vice-President ; E. J. Fry, Treasurer: W. P. 
Hudgins, Secretary; L. W. Lloyd, Superintendent and 
Manager. 


Missouri Pacific.—Mr. P. J. Conley has been appointed 
General Roadmaster of the Missouri, Kansas & Texas Di- 
vision, with headquarters at Denison. Mr. L. Cody sveceeds 
Mr. Conley as Roadmaster of the Iron Mountain Division. 

Mr. J. G. Hartigan has been appointed Division Superin- 
tendent of the Texas Pacific Division, with office at Denison, 
Tex. 


New York Central & Hudson River.—Mr. Erastus Corn- 
ing, of Albany, bas been chosen a director in place of James 
H. Rutter. deceased. Mr. Corning’s father, the late Erastus 
Cozning, was formany years President of the New York 
Central road before the consolidation with the Hudson 
River. 

New York & New England.—Mr. W. H. Griggs, of Syra- 
cuse, N. Y., has been appointed Master Mechanic of this 
road and will assume the duties of his position July 1. 


New York, Pennsylvania & Ohio.—Colonel A. M. Tucker 
has been appointed Division Superintendent, with office at 
Galion, O. He was recently on the Lake Shore road. 


New York, Pittsburgh & Chicago.—The Court of Com- 
mon Pleas of Beaver County, Pa., has appointed Mr. J. F. 
Mansfield Receiver of this road. 


Northern Pacific.—Mr. 8. G. Fulton has been appointed 
Assistant General Freight Agent, with office at Portland, 
Oregon, in place of A. D. Edgar, resigned. Mr. A. L. Stokes 
succeeds Mr. Fulton as General Agent at Helena, Mont. 

Mr. B. P. Tilden has been appointed Engineer of the James- 
town & Northern Branch, with office at Jamestown, Dak. 


Pennsylvania.—On July 1 this company reorganized its 
general freight department. Mr. John 8. Wilson, heretofore 
General Freight Agent, is now known as General Freight 
Traffic Agent and will have charge of all matters pertaining 
to the company’s freight traffic, under the direction of the 
Second Vice-President. H - will be assisted by a local freight 
agent, a through freight agent anda coal agent. Mr. John 
Whittaker, heretofore Assistant General Freight Agent, has 
been appointed Local Freight Agent and will have charge of 
all local traffic and will also act for the General Traffic Agent 
in the absence of that officer. Mr. George B. Edwards, here- 
tofore Eastern Manager of the Union Line, is appointed 
Through Freight Agent and will have special charge of all 
through freight business, with headquarters in New York. 
Mr. William Joyce, heretofore Division Agent on the Northern 
Central, is appointed Coal Freight Agent and will have charge 
of all the coal and coke business of the road, with headquar- 
ters in Philadelphia. 


Philadelphia, Reading & Pottsville Telegraph Co,—This 
company has elected George deB. Keim, President; Howard 
Hancock, Secretary; John Welch, Treasurer. 

Reading & Lebanon.—At the annual meeting in Philadel- 
hia, June 16, the stockholders elected the following officers : 

Villiam M. Kauffman, President ; Charles McFadden, Will- 
iam G. Moore, John Shonour, Dr. James W. Deppen, Jacob 
Behney, John Donges, Joseph Coover, Adolphus Reinoebl, 
directors. 


Toledo, Cincinnati & St. Louis.—The Court has appointed 
Judge Livingstone Howland Receiver of this road, in place 
of W. J. Craig, resigned. 


Toledo, Peoria & Western.—Mr. E. N. Armstrong has 
been appointed by the Receiver General Superintendent of 
this road. He was recently in charge of this road as Divis- 
ion Superintendent of the Wabash. 


Union Pacific.—The President has appointed the following 
government directors for this company: Francis Kernan, of 
New York; E. P. Alexander, of Georgia; Edmond F. Noyes, 
of Ohio; Franklin McVeagh, of Illinois; J. W. Savage, of 
Nebraska. 

Mr. J. H. McConnell has been appointed Master Mechanic 
of the Nebraska Division, with headquarters at Omaha. He 
was recently in charge of the shops at North Platte. 

West Penn. & Shenango Connecting.—Mr. James I, Blair 
has been appointed Receiver of this road. 





PERSONAL. 


—Mr. B. M. Whitney, recently on the Chicago & Alton 
road, has been elected City Engineer of Kansas City. 

—-Mr. Frank Thomson, Vice-President of the Pennsylvania 
Railroad Co., sails for Europe on Saturday of this week for 
a two months’ vacation. 

—Mr. Henry A. Wise, recently Chief Engineer of the Mis- 
souri Valley Bridge Co. at Leavenworth, Kan., has been 
elected Assistant City Engineer of Kansas City. 

—Mr. A. D. Edgar has resigned his position as Assistant 
General Freight Agent of the Northern Pacific road, on ac- 
count of ill health, and will go to his old home in Texas, 





—Mr. A. M. Tucker has resigned his position as Assistant 
Superintendent of the Michigan Division of the Lake Shore & 
Michigan Southern road, and will accept a position on the 
New York, Pennsylvania & Ohio road. 


—Mr. H. W. Gays, who recently resigned his office as Gen- 
eral Freight Agent of the Indianapolis & St. Louis road, has 
accepted a position with the Wiggins Ferry Co. and will 
take entire charge of the freight transfer business of that 
company between St. Louis and East St. Louis. 


—The report that Mr, J. H. Hiland has resigned his position 
as arbitrator of the Chicago, St. Louis & Missouri River 
Association to accept a position on the Chicago & Alton 
road, is denied by the gentleman himself, who says that he 
has no intention of making any change at present. 


—Mr. Stephen T. Gage, who has just been appointed As- 
sistant to the President of the Southern Pacific Co., is a 
widely-known and popular man on the Pacific Coast. He 
has been with the company since 1871, and for several years 
past has filled the duties of the office to which he is now 
formally appointed. 


—Mr. D. B. Robinson has tendered his resignation as Gen- 
eral Manager of the Mexican Central Railr At the ear- 
nest request of the directors, however, Mr. Robinson has 
agreed to remain in charge of the road until the close of the 
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present year. His resignation has been tendered solely fo" 
the reason that his health will not permit of an extended resi” 
dence in Mexico. 








TRAFFIC AND EARNINGS. 


Railroad Earnings. 


meeeien? of railroad lines for various periods are reported as 
OLIOWS : 


Six months to June 30: 


885. 1884. Inc. or Dec. rea. 
Lake Sh. & Mich. . 7 pliesati . 


Sonthern ... .. $6,421.071 $7,220,364 D. $799,293 11.1 
Net earnings. . 1,832.593 2.729.074 D. 896.481 32.8 
Mich Central. 4,973.000 5,603,000 D. 630.000 11.2 
Net earnings... 1,087,000 1,387,000 D. 300,000 21.6 

Five months to May 31; 

Norfolk & West.. $1,045,26% $1,(62.634 D. $17,371 1.7 

Net earnings... 388,639 401,496 D. 12,857 3.0 
Northern Pacific. 3,593,923 4.842.463 D. 1,248,540 25.1 

Net earnings... 1,355,893 2.224.510 D. 868,617 39.0 
N.Y.&N.England 1,242,858 1,304,329 D. 61,471 4.7 

Net earnings... 357,147 225.767 I. 131.380 581 
Ohio & Miss ..... 1.474.214 1,538.772 D. .558 4.2 

Net earnings... 312.820 142,771 L 170.049 119.1 
Phila. & Reading. 10.281,909 12.069,900 D. 1.787,991 14.8 

Net earnings... 3,775,680 4,608,91L D. 833,231 18.1 
West Jersey ..... 399.745 415,134 D. 15,389 37 

Net earnings... 135,724 152,203 D. 16,479 10.8 

Four months to April 30: 

Gal., Har. & San 

oe CSRs $912,126 $949,595 D. $37,469 3.9 

Net earnings... 392.590 202,965 I 189,624 93.4 
Louisiana West.. 199,703 179111 I 20.592 11.5 

Net earnings... 105,734 77,295 I 28,439 36.9 
Morgan’s La. & 

TOE voc cnsee ss. 1,309,490 1,191.410 I 118.680 9.9 

Net earnings... 456.422 384.696 I 71.726 18.6 
Tex. &N. Orl'ns. 299,917 317.335 D. 17,418 55 

Net earnings... 123,500 134,333 D 10,833 8.1 

Month of April: 

Ches. & Ohio.... $290,001 $296,367 D. $5,366 2.1 
Gal, H. & San. 

BARC rien tans 238,047 278.971 D. 40,924 14.7 
Louisi na West.. 56,050 48.182 I 7,568 108 
Tex. & N. Orl’ns. 79,344 $4,927 D 5,583 6.6 

Month of May: 

Norfolk & West.. $192,827 $202,436 D. $9,609 48 

Net earnings... 57,878 75,300 D. 17.422 23.0 
Northern Pacific. 901,100 1,287,805 D. 386,705 30.0 

Net earnings, .. 438,155 645.226 D 197,071 31.0 
N.Y.& N.England 260.305 273,702 D 13.397 49 

Net earnings... 62,968 51,635 I 11,333 21.8 
Obio & Miss ... 275,480 312,756 D. 37,276 3119 

Net earnings... 63.414 56,444 I, 6.970 12.4 
Phila. & Readiog. 2,377.423 2.827.941 D. 450,518 15.9 

Net earnings... 953,433 1,188,917 D 35.484 194 
West Jersey..... 96 068 102,969 D 6.901 6.7 

Net earnings... 35,661 33,909 I 1,752 5.2 

Third week in June: 

Canadian Pac. .. $166.000 $123.000 I. $43.000 34.8 
Chi. & Alton. 151,930 176,937 D. 25,007 14.1 
Chi. & East. Tll.. 33.213 35,377 D. 2,164 6.2 
Chi., Mil. & St. P. 421.000 24.281 D. 3,281 0.8 
Chi. & Nor’west. 449,300 466,000 D. 16,700 3.6 
Chi., St. P., Min. 

& Omaha ..... 107,400 108,500 D. 1,100 1.0 
Cin.. Ind., St. L. 

A ae 40.003 44,462 D. 4.459 10.0 
Iilinois Central... 196,745 200.349 D. 3,604 1.8 

Iowa lines...... 36,405 37.897 D. 142 3.9 
Long Island..... 77,890 80.585 D. 3.095 28 
Louis & Nash... 225.385 242.465 D. 17,080 7.1 
Mil. & Northern. 10,820 10,934 D. 114 1.0 
Roch. & Pitts .. 26,863 26,077 L. 786 2.0 
St. L. & San Fran 73.939 76,432 D. 2,495 3 


Weekly earnings are usually estimated in part, and are 
subject to covrection by later statements. The same remark 
applies to early statements of monthly earnings. 

Coal. 
Coal tonnages for the week ending June 20 are reported as 
follows : 
1885. 1884. 
DIED. Si sncxtees nuns 657,459 bibs 
Eastern bituminous..... 161.954 191.005 D. 29,051 35.2 
Geers nas adeernscaxes 53,610 64,748 D. 11,138 W71 

On June 25 notice was given by the Schuylkill Coal Ex- 
change that the Reading road’s allotment for the month was 
filled and shipments must be stopped for the rest of the 
month. The other companies are in much the same condi- 
tion. The anthracite agreement has been fairly well adhered 
to so far. 

Actual tonnage passing over the Huntingdon & Broad Top 
road for the six months to June 27 was : 

1885. 1884. 
Broap Top coal... 83.532 94,34 
Cumberland coal... 220,123 


Ine. or Dec. =P. c. 
127,038 I. 520.421 


Inc. or Dec. P. c. 
344 D.10812) 115 
218502 «i. «1.621 0.7 
Total......... .... 308,655 312,846 D. 9.191 2.9 


_ The Broad Top coal is mined on the line; the Cumberland 
is carried through for the Pennsylvania Railroad. 
The anthracite coal tonnage of the Belvidere Division, 
Pennsylvania Railroad, for the six months to June 27 was: 
1885. 1884 Ine. Jec. " 
Coal Port for shipment........ 33,111 34,109 D: ves 998 ° 9 
S. Amboy * - sees. . 268,513 286,518 D. 18.305 6.4 
Lv cal points on N. J. divs... . 379670 370,208 I. 9,462 2.6 
Co.’s use =. ie nee 104,771 §=87,295 I. 17,476 20.0 


. 786,065 778,430 I. 7,635 1.0 
Of the total this year 629,347 tons were from the Lehigh 
Region and 156,718 tons from the Wyoming Region. 
Cumberland coal shipments for the six months to June 27 
are reported by the Cumberland Civilian as follows : 





; . 1885. 1884. Ine. or Dec. P.¢ 
Baltimore & Ohio R. R ... 949,611 954.898 D. 5,287 0.5 
Bedford Div., Pa. R. RK ... 198,236 199,489 D. 1.253 0.6 
Chesapeake & Ohio Canal 120,547 153,290 D. 12,743 9.6 

aS ee ” 1,268.94 1,287,677 D. 19,283 1.5 


Local deliveries are included in Baltimore & Ohio tonnage. 
Shipments from mines were this year: Cumberland & 
Peunsylvania Railroad, 826,975; George’s Creek & Cumber- 
land, 240,649; West Virginia Central & Pittsburgh, 204,- 
100 ; total, 1,271,724 tons. 

The coal tonnage of the Pennsylvania Railroad Division, 
Pennsylvania Railroad, for the six months to June 27 was: 








. 1885. 1884. Inc. or Dec. P.c 
ERS kes eal 5,208,474 4,915,125 I. 293,349 59 
Oc ae 1,226:913 11516577 D. 2891964 19,1 
i 6h te 6,435,387 6,432,002 L 3,385 0.1 


This includes all tonnage passing over the road, whether 
originating on the line or received from other roads. It will 
be seen that the increase in coal was about equal to the de- 
o— in coke, the total being nearly the same this year as 

ast. 


Southwestern Railway Association. 
The Southwestern Railway Association met in Kansas City, 
Mo., June 24, the object being to readjust the rates and 
divisions on business coming to the road in the Association 
from the lines beyond Kansas City. The changes made have 
not been made public, but it is stated that they are not of 
great importance. 





Colorado-Utah Association. 

The notice of withdrawal from the Colorado-Utah Associa- 
tion given by he Chicago, Milwaukee & St. Paul Co. ex- 
pired June 25. For some time past negotiations for a settle- 
ment of the difficulties have been in progress, and on that 
day notice was received that the St. Paul Co. would extend 
the time for 30 days, in order to allow the lines in the Asso- 
tiation to confer and arrive at an amicable settlement if 
possible. 

Joint Executive Committee Passenger Meeting. 
The Joint Executive Committee, Passenger Department, met 
at the Commissioners’ office in New York, June 26, Assistant 
Commissioner Pierson presiding. At the meeting the new 
passenger pool agreement was Sisenseh and generally ap- 
proved, but no final action was taken, the Committee adjourn- 
ing until July 3, when it is expected that the details of the 
plan will be finally settled. A motion to advance rates was 
voted down, the feeling being against any change until after 
the adoption of the new agreement. 


Petroleum. 
The pein and shipments of the Pennsylvania and New 


York oil wells in May are given as below by Stowell’s Pe- 
troleum Reporter, in barrels of 42 gallons : 

1885. 1884 Inc. or Dec. P. ¢ 
Production............. 1,771.371 2,232,403 D. 461,032 20.6 
Shipments... .. ..... . 2097,099 1,899,529 I. 197,77 10.4 
Stock, May 31.......... 36,139.072 38,631,203 D.2,.492,131 6.4 
Producing wells........ 22,2353 21,434 L. 799 3.7 


Of the total production the Allegheny District in New 
York furnished 12.9 per cent.; the Bradford District in 
Pennsylvania 41.3; the Warren District 12.0, and the 
Lower District, 33.8 per cent. The production was greater 
than in January, February and March of this year, but was 
— in every month of last year and of 1883, 1882 and 
, ~ for several months past, the shipments exceeded the pro- 

uction. 

The stock on hand at the close of the month is considerably 
less than at the same time last year. It was diminished 
during the month by 325,728 barrels, being the excess of 
shipments over production. 

During the month 213 new wells were finished and 32 dry 
_— = developed. There were 170 wells under the drill 
on May 31. 

The shipments for the month were divided as follows : 





Crude Refined Total. P. e. 
New York..... ...... 594,777 42,458 638,235 +0.4 
Philadelphia......... 33 ’,308 13,643 345.951 165 
Baltimore ...... ... 171,640 1,2 172,978 83 
ee, oe Seen 42,996 63,108 3.0 
Cleveland..... 5 eR ers 289,721 138 
a ere 80,489 st... ... 80.580 2.8 
Local points ....... 470,232 36,294 506,523 24.2 
Refined at Creek re- 
ENE kos sasaceee .:  cosxateees (ul) stawtwits 
MR ceca sreseneasn 2,097,099 137,729 2,697,099 100.0 


In this statement the shipments of refined are of the 
oil refined at the Creek refineries. This oil is reduced to its 

uivalent in crude, so that the total represents the amount 
of oil from the wells going to each point named, whether 
shipped in crude or in refined form. 


Cotton. 


Cotton movement for the week ending June 26 is reported as 
follows, in bales : 


Interior markets: 1885. 1884. Ine. or Dec. P.c. 
RS. 6. i6.68S0cdade0. coece < 3,300 D. 495 15.0 
Shipments... ...... ons 0Ennene 6,775 687 D. 2,912 300 
OG STIG oc a bnncscnsvece 35,972 39,547 D. 3,575 8.8 

Seaports ; 

SS eee 5,642 D. 3,487 62.2 
BER shsncs, . aanavanecssaus 32.786 17.764 I. 15,022 &4.4 
Stock, June 26 .. ...... .......320,921 243,235 D, 22,314 9.2 


The total movement from plantations for the cotton year 
(from Sept. 1) to June 26 is estimated at 5,582,127 bales ; 
the decrease, as compared with last year, is 33,005 bales, the 
decrease from 1882-83 is 1,301,262 bales, and the increase 
over 1881-82 is 291,315 bales. 

Trunk Line Meeting. 
The trunk line managers met in New York June 30, and 
after a very brief session agreed to extend the West-bound 
freight poo! to Aug. 1. All the roads were represented. 
Nothing was done in the way of advancing or restoring 


rates. 
A Texas Pool. 

It is stated that a pooling agreement has been concluded by 
the Missouri Pacific, the Southern Pacific, the Gulf, Colorado 
& Santa Fé and the Houston & Texas Central for the pool- 
ing and division of Texas traffic, and it is expected that the 
minor roads in Texas.will also unite with the pool. The 
details of the agreement have not been made public, but it is 
understood that the division of traffic will be made by arbi- 
tration and that the commissioner or executive committee 
will establish rates and make monthly settlements. 


California Through Freights. 


Shipments of through freight from California points in April 
are reported as follows: 





Tons. Pc. 

Northern route (Central Pacific)..... . .. bdany kesoke 6.505 54 
Southern route (Southern Pacific)... ..............+.. 5,546 46 
WN iiss caecs ere: 


The shipments were about 2,000 tons less than in March. 
Leading items were 2,708 tons sugar, 970 tons tea, 619 tons 
wine and 2,413 tons oranges. 


Buffalo Grain Traffic. 
Buffalo grain receipts by lake to June 30 for four years 


past were as below, flour in barrels and grain in bushels, 
flour being reduced to wheat in the totals: 


1885. 1884. 1883. 1882, 
ET ae wekin bes ais 497,914 494.823 579,844 552,851 
a 14,283,958 12,128,104 18,867,014 15,439,203 





Total, bushels... 16,773.528 14,602,219 21,766,234 18,203,458 
Shipments eastward of grain received by lake for the same 
period were, in bushels : 





1885. 1984. 1883. 1882. 
By canal.......... 8,662,344 8,132,846 12,490,885 9,128,707 
By rail....... .... 4.552134 2,860,015 4,141,476 3,670°119 
Total........... 13,214,478 10,932,861 . 16,632.361 12,798.826 
Per cent. by rail... 34.4 35.6 249 28.7 


The canal opened May 11 this year, May 7 last year and in 
1883, and May 7 in 1882, the dates of opening being thus 
nearly uniform. 


Missouri Freight Agents’ Meeting. 
A meeting of general freight agents of Missouri roads was 
held in Jefferson City, on the call of the Railroad Commis- 
sioners, all the principal lines being represented. The object 
of the meeting was to consult with the Railroad Commission 
on freight classification and tariff rates in the state. The 
meeting oie by electing Commissioner Frank chair- 
man and H. H. Gregg secretary. After some discussion 





it was decided to adjourn unti] after July 24, when another 
meeting will be held in St. Louis. 





RAILROAD LAW. 


Damages by Fire—Insurance. 

In the case of Cunningham against the Evansville & Terre 
Haute Co., the Indiana Supreme Court holds as follows : 

In an action for property destroyed by fire where it is 
claimed that plaintiff’s property was consumed and destroyed 
by defendants’ actionable negligence, it is no defense that 
plaintiff's property was insured for its full value, and he has 
received the insurance money. Insuch case the plaintiff is 
entitled to recover his entire loss from the defendant; and 
the fact that the insurance companies in which the property 
was insured had paid them the amount of such insurance can 
not constitute any defense. Nor can the payment of insur- 
ance money be used in mitigation of damages against the 
wrongdoer. The insurance is something with which the 
wrongdoer has nothing to do, and whether received by the 

laintiff or not is no concern of such wrongdoer, nor can he 
ve any benefit from it. 





Loss of Property in Transit—Insurance. : 
The case of the Jackson Co. against the Boylston Mutual! 
Insurance Co., in the Massachusetts Supreme Court, was an 
action to recover upon a policy of insurance, by which the 
defendant insured the plaintiff on cotton in transit between 
—_ and places in the United States and plaintiff's mills in 
New Hampshire. The cotton was bought by a person named 
Ivy, as broker for the plaintiff, and shipped by him by the 
Atlanta & West Point Railroad and connecting lines. It was 
in two lots, and Ivy, attaching the two railroad receipts to a 
draft, drew on the plaintiff for the amount of the pur- 
chases. The draft, with the railroad receipts attached, 
was received by the plaintiff's treasurer, Oct. 17, 1883, 
and paid on presentation, after which he gave notice 
to the defendant of the shipments and presented the 
policy that they might be indorsed thereon, which was 
done. The railroad receipts contained a stipulation that in 
case of loss or damage to the cotton sustained during trans- 
portation, whereby legal liability was incurred, only that 
company should be responsible in whose actual custody the 
cotton was at the time of the occurrence; and further that the 
company incurring such liability shall have the benefit of any 
insurance which may have been effected on the cotton, The 
railroad receipts were not sent to the defendant nor 
their contents communicated, nor did it ask to see them. 
The plaintiff's treasurer did not know that they con- 
tained the clause, nor did they know that receipts 
containing such a clause would be likely to be taken, and 
no fraud or concealment from the defendant was intended. 
While in transit and in actual custody of the South Carolina 
Railroad, a common carrier and one of the connecting lines 
of the Atlanta & West Point Railroad, in the state of South 
Carolina, 36 bales of the cotton were destroyed by fire. For 
the value of these this action was brought. The case was 
heard by a single justice, who held the defendant liable and 
found for the plaintiff. The defendant contended that the 
policy was rendered void because the plaintiff made a con- 
tract with the carrier by which the defendant was deprived 
of the right of subrogation, and its risk was largely increased 
without its knowledge or consent. The case was reported to 
this Court, which has now given judgment on the verdict for 
the plaintiff, for the reason that **the plaintiff company 
might properly so contract with the carrier that the insur- 
ance effected by him would be for the benefit of the carrier.” 








OLD AND NEW ROADS. 





Atlantic & Pacific.—The annual report for 1884 shows 
earnings, $1,086,863; expenses, $1,159,013: deficit, $127,- 
850. Es peuditures on construction account were $488,585. 
Interest payments were met from land sales and advances by 
allied lines. 


Augusta, Gibson & Sandersville.—Track on this 
road is now laid to Bath, Ga., 20 miles southwest from the 
starting point at Augusta, and trains are running regularly 
to the new terminus. The road is graded for 37 miles beyond 
Bath, and track laying is in progress. The entire length of 
the line from Augusta to Sandersville will be 78 miles. 


Baltimore & Ohio.—The bil] authorizing the construc- 
tion of this company’s lines into the city of Philadelphia, as 
reported by the committee, was passed by the Select Council 
at a meeting held June 24. Some slight amendments were 
made. An amendment making a condition of the grant that the 
company’s rates on through freight to Philadelphia should 
always be less than those to New York by the amount of the 
local rates between the two cities, was voted down. A letter 
from Vice-President King was presented to the Council 
showing that if this condition is enforced the company 
would, under conditions now existing, be compelled to carry 
freight from Chicago to Philadelphia for 14 cents per 100 

S. 


The ordinance was passed without amendment by the Se- 
lect Council on June 29, and there is now no further legal 
obstacle to the construction of the road, except the consent 
of the Port Wardens to the building of the bridge over the 
Schuylkill. The plans for the bridge are now under discus- 
sion by that boant. 

The Philadelphia Ledger of July 1 says: ‘‘ A vast amount 
of work is being done on the Baltimore & Ohio Railroad line 
outside of the city, and much of the grading is still to be 
done. Between Chester and Wilmington some sections have 
been graded, while work on others has scarcely been begun. 
The line is evidently being built for fast service. Important 
roads are crossed above or below grade, sometimes at consider- 
able sacrifice of levels, and the road is made as nearly direct 
as possible. Another feature of the new line that commends 
it 1s the substantial character of the bridge work. The road 
is carried over many little streams, tributaries to the creeks 
emptying into the Delaware, and the bridges are built of 
stone and brick in the most substantial manner. Judging by 
the work on this part of the line, the aim has evidently been 
to make it at once as substantial and permanent as a liberal 
expenditure of money permits. There is true economy in 
such construction, for the straightening of roads and the re- 
pp ee | of temporary bridges add enormously to the cost of 
a cheaply built road.’ 


Beech Creek, Clearfield & Southwestern.—Track 
has been laid on the extension of this road from Munson, Pa., 
the junction with the Phillipsburg Branch, to New Millport, 
3115 miles, and grading is completed to Gazzam, 5 miles be- 
yond New Millport. The entire length of the new extension 
is in the Clearfield coal district. Grading has also been com- 
yleted and tracklaying is in progress on a branch 4 miles 
ong, from Clearfield Junction to Clearfield town. 


California Southern.—Work is now progressing 
steadily on the extension of this road from San Bernardino, 
Cal., northward to Daggett, on the Atlantic & Pacific road. 
At latest date about 16 miles of grading had been com- 
pleted and 12 miles of track laid from San Bernardino, the 
intention being to have the track-layers follow up the 
graders as closely as possible. There is very little heavy 
work on the line, but there are a large number of bridges, 








430 


THE RAILROAD GAZETTE. 


[JULY 3, 1885 





about 150 in all, and some of them of considerable size, and 
this bridge work will be the most expensive part of the line. 


Central of New Jersey.—The interest due July 1 on 
the consolidated bonds and the American Dock & Improve- 
ment Co. loan was not paid. It was supposed at one time 
that the Reading receivers had made arrangements with bank- 
ers to pay the coupons of the dock loan at any rate, but the 
arrangement fell through, the receivers being unable to guar- 
antee any time when the loan would be repaid. The directors 
of the Central protested against the purchase of any coupons. 

It is announced that the directors have instructed their 
counsel to in proceedings for the recovery of the road on 
account of the failure of the lessee to fulfill its obligation, 
and, it is stated, the complaint will be filed in the United 
States Court next week. 


Chesapeake & Ohio Canal.—The Maryland Supreme 
Court has denied the petition of certain bondholders for a 
foreclosure and the appointment of a receiver. The Court 
also denied the petition of the directors for leave to use cer- 
tain bonds for the purpose of enlarging the canal locks, hold- 
ing the question not properly before it. 


Chester & Lenoir.—At the recent annual meeting a 
proposition was presented to transfer the lease of the seetion 
of the road from Newton, N. C., to Lenoir, 30 miles, to the 
Western North Carolina Co. The entire line is at present 
leased to the Charlotte, Columbia & Augusta Co. The stock- 
holders passed a resolution referring the matter to the board 
of directors, with power to act. 


Cincinnati, Hamilton & Dayton.—The appeal from 
the decision of the United States Circuit Court, remanding 
the Jewett suits to the State Court, has been withdrawn, and 
the case will go back to that court for trial on its merits. 


Dakota & Great Southern.—This company has been 
reorganized, and, it is stated, that a number of Eastern men 
have taken an interestin the stock and are making arrange- 
ments to begin work on the projected road. 


Eureka & Eel River.—This road is now completed 
from Eureka, Cal., southeast to Eel River, a distance of 26 
miles. The road is of standard gauge and has been built 
entirely by local subscriptions and a couuty bonus. It has 
cost about $500,000, and is intended to give the farming 
and lumber interests an outlet to the sea at Eureka. 


Fremont, Elkhorn & Missouri Valley.—The Sioux 
City (lowa) Journal says: ‘‘ Now and then even a careful 
and conservative newspaper reporter gets off his base. Such 
was the case when the item was made the other day that the 
Elkhorn line had let the contract for 125 miles of grading 
from White River west to C. P. Treat. This item has been 
extensively stolen, but it was off both as to direction and dis- 
tance. Itis 100 miles of grading and that been let to Mr. 
Treat, and the line is not west into Wyoming, but north 
from White River into Dakota. The contract will take the 
end of the grade to a point about 80 miles north of Rapid 
City. The line does not run through Rapid City, but about 
three miles to one side, just far enough to kill the town if the 
line is built as surveyed. Of that 100 miles of grade 45 
miles at least is to be ironed this season. The grade does not 
have to be finished this season, and it is doubtful if it can be, 
as the work averages 36,000 cubic feet to the mile, fully 
twice the ovece of common prairie work. This move will 
place Black Hills points within less than 24 hours of travel toa 
railroad outlet before the end of the season. Work on the 
new contract is to be commenced as soon as the engineers can 
eon Pe enough to start on. No sub-contracts have yet 

en let.” 


Grand Trunk.—This company, it is stated, is having 
surveys made for a tunnel under the Detroit River from Sar- 
nia to Port Huron. The crossing at that point has been under 
discussion for a long time. A tunnel has been proposed, and 
soundings were made some years ago to ascertain the nature 
of the river bottom, but nothing further was done and the 
ferry transfer continues in use. A bridge over the river at 
that point is considered out of the question on account of the 
interruption to navigation, although its construction is per- 
fectly practicable. 


Indiana, Alabama & Texas.—Track is now laid on 
this road to a point 20 miles northward from Clarksville, 
Tenn., an extension of 10 miles this year. A further sec- 
tion of 10 miles is all graded and track laying will soon be 
begun upon it, and contracts have been let for the grading 
of the fourth section of 10 miles. 


Jacksonville, Tampa & Key West.—Work has 
been resumed on the construction of this road between Pa- 
latka, Fla., and Sanford. The road has been for some time in 
operation from Jacksonville to Palatka, 56 miles, and the ex- 
tension will be 69 miles long. Nearly all the grading on this 
is now finished, as well as the draw-bridge over the St. John 
River at Buffalo Bluff. Contracts have been let for the re- 
maining work and arrangements made for the rails and ties, 
and the company hopes to have trains running to Sanford by 
January next. The company recently bought two of the 
locomotives on exhibition at New Orleans and has now on the 
road 1 Pittsburgh and 6 Baldwin locomotives; 8 passenger, 2 
parlor, 3 combination and 4 baggage cars; 30 box and 30 flat 
cars. 

As soon as the main line to Sanford is finished the company 
expects to begin the construction of several branches; one 2 
miles long to Crescent City, one 5 miles long to Volusia and 
one of 40 miles from Seville to Daytona, on the Halifax River. 
The last named branch, it is expected, will ultimately be ex- 
tended to Titusville, some 50 miles beyond Daytona. 


Kansas City Belt.—This road, which has recently been 
completed, is 6 miles long, extending around the outskirts of 
Kansas City, Mo., and connecting ihe roads entering that 
city from the east and from the west. It is owned jointly by 
the several lines with which it connects, and has been built 
for the purpose of transferring freight without the necessity 
of hauling cars through the city. 


Kansas City, Clinton & Springfield,—The track on 
this road is now laid from the junction with the old road at 
Raymore, Mo., southeast 44 miles to a point within 5 miles 
of Clinton, and it was expected that Clinton would be reached 
during the present week. The grading and bridging on the 
79 miles between Clinton and Ash Grove are now well ad- 
vanced. The road is owned by the Kansas City, Ft. Scott & 
Gulf, and will make a short cut for that company’s line be- 
tween Ft. Scott and Memphis. 


Lake Shore & Michigan Southern.—This company 





makes the following statement for the half year to June 30, 
the June earnings estimated: 
1885 1884. Inc. or Dec. P.c 
Earnings........... $6,421,071 $7,220,364 D. $779,293 11.1 
Expenses ......... 4,588,475 4,491,290 L 97,188 2.2 
Net earnings..... $1,832,593 $2,729,074 D. $899,481 42.8 
Charges ... ....... 1,918,199 1,860,334 I 57,865 


3.2 


Surplus or deficit.. Def. $85,606 Sur. $868,740 D. $954,346 .... 
Expenses, which include taxes, were 71.5 per cent. of gross 





earnings this year, against 62.2 per cent. last year. The 
charges include interest, rentals and dividends on guaranteed 





Manitoba & Northwestern.—This emery has closed 
a contract with D. C. Shepard & Co., of St. Paul, Minn., to 
build 50 miles of road from Minnedosa, Man., northwest, to 
be completed this season, and also to build a second section 
of 50 miles to be finished next year. 


Marshall! & Northwestern.—The track of this road is 
now completed to Hayward, Tex., 10 miles northwest from 
the starting point at Marshall, and regular trains have been 
put on this section. Work is progressing on the grading for 
20 miles further and tracklaying will soon be resumed. 


Mexican Central.—Holders of the securities of this 
company have been much excited over the dispatches received 
trom Mexico to the effect that the payment of the govern- 
ment subsidy to the company out of custom receipts will 
be suspended. These subsidy receipts have formed a consid- 
erable portion of the income of the company, and it has re- 
lied upon them for meeting its interest payments. Appar- 
ently there is no way for enforcing the payment against the 
Mexican government, and what action the company will take 
in the matter is uncertain. 


Michigan Central.—This company makes the follow- 
ing statement for the six months to June 30; June estimated : 








1885 1884. Inc. or Dec. P.c. 
Earnings........ $4,973,000 $5,603,000 D. $630,000 11.2 
Expenses.... ... 3,886,000 4,216,000 D. 330,000 7.8 
Net earnings... $1,087,000 $1,387,000 D. $300,000 21.6 
Charees 2... 5-5.. 1,320,000 1,280,000 I. 40,000 3.1 
Surp. or def.. Def. $233,000 Sur. $107,V00 D. $340,000 bade 
Taxes are included in expenses. The charges include all 
interest and rentals of leased lines. 
Minnesota & Northwestern.—This company is mak- 


ing,extensive improvements on its property in West St. Paul, 
where a large force is at work grading for the yard and de- 
»0t grounds. The track is now laid to Dodge Centre, Minn., 
77 miles south from St. Paul and 45 miles beyond the recent 
terminus at Cascaile. There remain about 34 miles of track 
to be laid toreach the southern terminus at Lyle on tbe Iowa 
line. All of this is graded and tracklaying is advancing rap- 
idly, so that the company expects to have the iron all laid in 
July and to open the road for business about Aug. 1. Ar- 
rangements have been made for the use of the tracks between 
St. Paul and Minneapolis and of depot facilities in the last 
named city. 


Mobile & Ohio.—This company has issued the follow- 
ing instructions relative to changing its gauge : 

**On Wednesday, July 8, 1885, the gauge of the track will 
be changed from 5 ft. to 4 ft. 81¢ in. 

‘** Agents and train dispatchers will see that all foreign cars 
are sent home not later than Monday, July 6, except such as 
are on Mobile & Ohio trucks. 

All Mobile & Ohio cars, and foreign cars on Mobile & Ohio 
trucks, will berun to shops at Whistler, Macon or Jackson 
previous to change of gauge. 

‘* Agents will receive no perishable freight, nor will they 
load freight of any kind later than for No. 7 leaving Mobile 
on the Sth, and No. 8 leaving Columbus, Ky., on the 5th, un- 
til after change of gauge. Agents will be held responsible 
for any cars remaining at their stations after passage of these 
trains, unless same have been previously reported. All 
freight must be unloaded by July 6. * * 2 

‘* All branch trains will be abandoned on the 7th and re- 
sumed on the 10th, and engines and cars from branches will 
be sent to shops on the 7th. 

‘‘All freight trains must be off main line by 3:20 a. m. on 
July 8, and section forces will work regardless of them after 
3:30 a. m. on that day. 

‘*All trains due to leave Mobile and East Cairo after 9 p. m. 
July 8, will be run, but no train which is the first to leave on 
its schedule after change of gauge must do so without tele- 
graphic orders. 

‘‘A train for No. 2 leaving Cairo on the 9th, and an engine 
and caboose for No. 8 leaving East Cairo on the 8th, will be 
sent to East Cairo over Illinois Central road previous to 
change. * 

‘* Train dispatchers will distribute engines and cars imme- 
diately after change as may be necessary.” 

The portions of the order omitted relate only to the move- 
ment of certain trains on the day of the change and the pre- 
ceding day. 


New York Central & Hudson River.—lIt has been 
generally expected that this company would pass its July 
dividends entirely, but on July 1 it was announced that ‘the 
directors had reso:ved to declare a dividend of !g of 1 per 
cent., payable at the usual time. No financial statement 
was made. 

It is said that the company will build a branch from Am- 
sterdam, N. Y., to Saratoga Springs, to accommodate travel 
from the West to that Summer resort. 


New York & New England.—At a meeting of the car 
trust certificate holders in Boston last week, the managers 
who have opposed the settlement with the New York & New 
England Co. were dropped, and new managers chosen who 
are in favor of that settlement. 

The Receiver gives notice that arrangements have been 
made with friends of the company who will purchase at par 
the coupons due July 1 on the first-mortgage bonds, on pres- 
entation at the Continental National Bank in Boston. 

The Receiver’s statements give the following figures for 
May and the eight months of the fiscal year from Oct. 1 to 














May 31: 
~ -Ma - ——FEight months.—-— 
1885. 1884. 1884-85. 1883-84. 
Earnings... .... $260,305 273,702 $2,043,319 $2,195,722 
Expenses...... 197.337 222,067 1,460,901 1,941,086 
Net earnings $62,968 $51,635 $582,418 $254,636 


For the eight months the gross earnings decreased $152,- 
403, or 6.9 per cent., and the expenses $480,185, or 24.8 per 
cent., the result being a gain of $327,782, or 128.7 per cent., 
in net earnings. 


New York, Pittsburgh & Chicago.—A receiver has 
been appointed for this road on application of a creditor of 
the company, who claims a small amount due him for ser- 
vices. The road is now in operation from New Galilee, Pa., 
to Rogersville, 15 miles, and the company has been trying to 
make arrangements to raise money for its extension to New 
Lisbon and ion, O. 


New York, West Shore & Buffalo.—In Newburg, 
N. Y., June 30, counsel for the United States Trust Co., 
trustee under the first mortgage, made application to the 
Supreme Court for an order to appoint a time for the trial of 
the foreclosure suit. After hearing arguments on both sides 
the Court made an order fixing the time for trial at July 18. 
It is understood that the trustee intends to push the suit and 
that the final trial will commence at that time. 

General Passenger Agent Monett states that the relations 
of this road with the Pennsylvania Railroad continue most 
friendly. Relative to the withdrawal from the latter’s Jersey 








City terminus, he says that it has always been a part of the 
lan of the West Shore to establish a down-town station in 
ew York City. Owing to certain complications the fran- 

chise and facilities for operating a ferry were not 





until late this spring. As soon as the arrangements were 
completed, notice was given by the West Shoré to the Penn- 
sylvania that after June 21 it would cease to use the Penn- 
sylvania terminus at Jersey City for its passenger business, 
and thereafter the entire business of the company to and from 
New York would be transacted through the Weehawken 
terminus and at its stations in New York at Forty-second and 
Jay streets. The advantage is thatthe West Shore is relieved 
of the expense of a double terminus. Parlor cars are still run 
through between Long Branch, Washington, Baltimore, 
Philadelphia and Saratoga, and the Pennsylvania Railroad is 
rendering every assistance necessary to promote the inter- 
change of business between the two roads. Through pas- 
sengers, other than those accommodated in parlor cars, are 
transferred with their baggage by annex boats between the 
large terminal station of the West Shore at Weehawken and 
the Jersey City station of the Pennsylvania Railroad. 


Norfolk & Western.—This company’s statement for 
May and the five months to May 31 is as follows, 




















— ~May.- — -—Five months.—-— 
1885. 1884. 1885. 1884. 

Gross earnings..$192,827 $202.4236 $1,045,263 $1,062,634 

Expenses ........ 134,949 127,136 656,624 661,138 

Net earnings.. $57,878 $75,300 $388,639 $401,496 

Per cent of exps. 70 63 63 62 


For the five months the gross earnings decreased $17,371, 
or 1.7 per cent., and the expenses $4.514, or 0.6 per cent., the 


result being a decrease of $12,857, or 23 per cent., in net 
earnings. 
Northern Pacific.—The gross and net earnings for 


eleven months of the fiscal year are as below; in net earnings 
as shown, rentals and taxes have not been deducted : 
-—Gross earnings.——. ——Net earnings.—— 


1884-85. 1883-84. 1884-85. 1883-84 
July 1 to Dec. 31..$6,627,719 $6,617,989 $3,359.569 $2,920,645 
January ... ..... 553,482 614.102 113,008 164,809 
February......... 569.964 520,085 168,009 91.282 
ee 691,612 978,956 237,138 488,846 
ree 877,665 1,441,515 399,583 843,347 
| re 901,100 1,287,805 438,155 635,226 





Total. 11 mos. .$10,221,642 $12,460,452 $4,715,462 $5,145.155 

The decrease in gross earnings for the eleven months was 
$1,238,810, or 10.8 per cent.; in net earnings, $429,693, or 
8.2 per cent. 

From July 1 to June 1 in 1884-5 land sales were 295,455 
acres for $1,471,655, including town lots. 


Ohio Central.—The purchasing committee which bought 
the main line at the recent foreclosure sale has filed the arti- 
cles of organization of the Toledo & Ohio Central Railroad 
Co., and also filed articles of agreement transferring the road 
to that company. It is understood that the agreement under 
which a majority of the stock is to be transferred to the 
Columbus, Hocking Valley & Toledo Co. has been approved 
by nearly all the stockholders, and that it will be carried out 
as soon as the necessary formalities are completed. The 
Hocking Valley Co. will take possession of and operate the 
road. 


Ohio & Mississippi.—This company’s statement for May 
and the five months to May 31 is as follows : 





———-May.—_———.  ——-Five months.-—— 

1885. 1884 1885. 1884. 
EFarnings.... .... ...$275,480 $312.756 $1,474,214 $1,548,772 
TERPONSSS.... 005. coos. 212,066 256.31z 1,161,394 1,396,001 
Net earnings... ... $63,414 $56,444 $312,820 $142,771 


For the five months the gross earnings decreased $64,558, 
or 4.2 per cent., and the expenses $234,607, or 16.8 per 
cent., the result being a gain of $170,049, or 119.1 per cent., 
in net earnings. 


Old Colony.—A survey is in progress for a branch from 
this road at Tiverton, R. I., through Little Compton to Sea- 
connet Point. The distance is about 13 miles. 

The company has just finished at its shops several] hand- 
some parlor or chair cars which are to run between Boston 
and Wood’s Holl, for the accommodation of summer travelers 
to Cape Cod, Nantucket and Martha’s Vineyard. 


Oregon & California.—The Commissioner of the Gen- 
eral Land Office has declined to grant the request of this com- 
pany for the issue of patents on 325,000 acres of land already 
selected, and to allow selections to be made for 1,000,000 
acres more. The reason given by the Commissioner is, that 
the company’s grant expired in 1880, and that the bill to for- 
feit the grant was before Congress at the last session. He 
therefore holds that until the question of enforcing the for- 
feiture has been decided by Congress he has no right to take 
any action in the matter. 


Pennsylvania.—At the special meeting held June 30, 
the stockholders voted to assent to the proposition of the com- 
pany to reduce the amount annually devoted to the trust 
fund for the pugchase of the company’s guaranteed securities, 
from $600,000 to 1 per cent. of the net earnings, or (based 
on last year’s report) $86,000. The accumulated interest of 
the fund will be still devoted to these purchases, this now 
being upward of $300,000 annually, the trust holding se- 
curities that have cost about $4,500,000. 


Philadelphia & Reading.—The Receiver’s statements 
rive the following figures for the earnings of the railroad for 

ay and the six months of the fiscal year from Dec. 1 to 
May 31: 


—-——-May.-——-——  -——Six months —-— 

1885. 1884. 1885. 1884, 
Earnings........ $2,377,423 $2,827,941 $12,597,472 $14,367,543 
Expenses ....... 1,423,990 1,639,024 7,900,780 8,873,075 
Net earnings. $053,433 $1,188,917 $4,696,692 $5,494,468 


This shows for the half year a decrease in gross earnings of 
$1,770,071, or 12.3 per cent.; a decrease in expenses of 
$972,295, or 10.9 per cent., and a resulting decrease in net 
earnings of $797,776, or 14.5 per cent. 

The traffic reported is as follows: 





May. ——Six months.—-— 
1885. 1884. 1885. 1884. 
Passengers ........ 1,985,564 2,427,133 10,501,669 11,467,439 
Yons merchandise. 721,621 860,697 3,689,521 4,427,319 
WORE BOR, 60000es 1,021,873 1,049,369 5,163,379 5,165,380 
Tous coal on col- 
RNG) 5 pasches$> 45,085 48.974 263,521 260,190 


The statement for the Philadelphia & Reading Coal & Iron 
Co. is as follows: 


——Six montbs.-——— 
885 1884 


1885. 884. 1885. % 
Earnings $1.267,175 $1,882,219 $6,390,844 $7,081,017 
Expenses 1,265,691 2,007,332 6,518,891 7,503,094 











Net or deficit N. $1,484 D. $125,113 D. $128,047 D. $422,077 

For the half-year the receipts decreased $690,173, or 9.8 
per cent., and the expenses $984,203, or 13.1 per cent., the 
result being the lessening of the deficit by $294,030, or 69.7 
per cent. 

The coal mined from the company’s lands was as follows: 








-——- ——— -—-—Six months.-—— 

1885. 1884. 1885. 1884. 
By Coal & Iron Co. . 426,397 424,488 2,071,875  1,946.390 
By tenants.......... 66,518 58,652 336,372 357,297 
Total ....... « 492,915 483,140 2,408,247 2,313,687 
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The coal mined shows a small increase both for the month 
and for the half-year. 
The joint net earnings of the two companies were: 








May. -——-Six months.- -— 
1885. 1884 1885. 1884 








Railroad Co..... .. $953.433 $1,188,917 $4,695,692 $5,494,468 
Coal & Iron Go.... 1,484 — *123,113  *128,047 422.077 
Total... ... $954,917 $1,063,804 $4,568,645 $5,072,391 

* Deficit. 


Decrease for the month $108,887 or 10.2 per cent. ; for the 
half-year, $503,746, or 9.9 per cent. As the expenses of 
both companies exclude all char, for interest or rentals, 
the net earnings are the amounts from which those charges 
are to be met. 

The report of George M. Dallas, master under the receiver- 
ship giving his audit of the accounts for May, was filed in 
court June 29. The railroad company had $26,108 in its 
treasury on May 1; there was received during the month 
$2,243,945, and the balance on hand May 31 was $39,176. 
The balance in the treasury of the coal company on May 1 
was $9,301. The receipts during the month were $938,958, 
and the balance at the close of the month $7,047. 

A dispatch from Philadelphia, July 1, says: ‘At the 
office of this company to-day the only interest that was being 
paid was on the devtmortga e bonds of the company, on the 
general-mortgage scrip, and on the Perkiomen mortgage 
scrip. The treasurer stated that the rental of leased lines 
falling due during the month would be paid, and the sending 
of $12,000 per day to New York to meet the New Jersey 


Central interest payments would be continued. At 
that rate it will take until Aug. 10 to pay the Jul 
interest on the New Jersey nmtral securities, whic 


amount in all to $468,500. Nor does this include the divi- 
dends due and overdue, and which the New Jersey Central 
directors have demanded, nnder threat of annulling the 
lease. There is no possibility of the dividends being paid, 
and a conference will be held to-morrow to consider what 
course to pursue. Already the petition asking that the lease 
be cancelled has been prepared. and unless something unfore- 
seen should happen in the meantime, 1t will be be presented to 
the Court on Tuesday next.” 


Pittsburgh & Lake Erie.—In the Court of Common 
Pleas in Pittsburgh, July 1, Judge Ewing handed down an 
opinion in the case of B. J. McGrann, of ncaster, Pa., the 
contractor for the building of this road. MeGrann claimed 
that the company was indebted to him in $600,000 for extra 
work done by order of the Chief Engineer. When the case 
came up for trial a peremptory non-suit was ordered, but 
subsequently a motion to remove the non-suit was made and 
argued. In the decision Judge Ewing refused the motion. 


Pittsburgh, McKeesport & Youghiogheny,—This 
company will soon begin an extension of its line from Broad- 
ford, Pa., to Mt. Pleasant in the Connellsville coke district, 
the object being to secure an increased share of the coke 
traffic. The new road will be parallel to two other lines, one 
owned by the Baltimore & Ohio, and one by the Pennsyl- 
vania Railroad, and it will require some costly work to avoid 
crossing the tracks of those roads at grade. m Broadford 
to Scottsdale the new road will be to the west of both the 
other lines. At Scotsdale it will cross the Pennsylvania track 
and run between that and the Baltimore & Ohio to Iron 
Bridge, 3 miles, where it will again cross the Pennsylvania 
and run west of both lines nearly to Mt. Pleasant, where it 
will probably have to cross the tracks of both roads again, 
The surveys are nearly completed. 


Port Jervis & Monticello.—This short road has been 
for some time past indulging in the apparently unnecessary 
luxury of two receivers, each appointed by a justice of the 
Supreme Court. Mr. De Peyster, who was appointed by 
Judge Dykman, has been in possession of the property, but 
at Newburgh last week an order was made by the court 
vacating the order of Judge Dykman and confirming the ap- 
pointment of Mr. W. H. Clark, who had revioully been ap- 
pointed receiver by Judge Brown. Mr. Clark took formal 
possession and issued the necessary orders. It is probable, 
Comneer, that an appeal will be taken from the order ap- 
pointing him and that there will be further litigation in the 
matter. Mr. De Peyster, who is President of the company, 
represents the stockholders, while Mr. Clark represents the 
interest of the judgment creditors. 


Portland & Ogdensburg.—A bill to authorize and 
provide for the reorganization of this company has been in- 
troduced in the New Hampshire Legislature. tt provides for 
the organization of a new company by the bondholders, and 
renews the authority to build a line from Fabyan to Scott’s 
wae where the Boston, Concord j& Montreal track is now 
used. 


Providence & Worcester.--This company recently 
applied to the Railroad Commissioners for leave to run pas- 
senger trains over the Boston & Albany tracks at the Viaduct 
crossing in Worcester, Mass., in order to make more direct 
connection with the Worcester, Nashua & Rochester for its 
White Mountains trains. The crossing is already used for 
freight trains, but the Boston & Albany objected to the run- 
ning of passenger trains for the reason that, under the law, 
it would then be obliged to stop all its trains there. The Com- 
missioners heard arguments, and then decided to refuse the 
application on the ground that they had no authority in the 
case. For two days the Providence & Worcester ran its 
trains over the crossing, but was then stopped by an injunc- 
tion. 


Rochester & Pittsburgh.—The Attorney-General of 
New York has denied the application of certain stockholders 
requesting him to bring suit against the company and some 
of its directors for an accounting and for the dissolution of 
the company. 


St. Joseph Valley.—The contract for building the ex 
tensions of this road from Buchanan, Mich., to South Bend, 
Ind., 15 miles, and from Berrien Springs, Mich., to Benton 
Harbor, 20 miles, has been let to Simadl tt. Mink, of Balti- 
more, who is to begin work at once. 


Sheffield & Birmingham.—A contract has been let 
to a Mr. Harvey, of New York, to build this road from 
Sheffield, Ala., to Birmingham, 130 miles. The contract pro- 
vides that 45 miles from Sheffield must be completed within 
a year. 


Stewarttown.—This road is now about completed and 
will be open for traffic ay 1. Itis7 miles long, extending 
from Stewarttown in York County, Pa., east to New Free- 
dom on the Northern Central Railroad, and will be operated 
as a branch of that road. It has been built entirely by the 
local owners of property, with a view of securing a conven- 
ient outlet, The stock of the company, which amounts to 
$60,000, is held by 250 subscribers, and they have built the 
road without any expectation of profit, except such as may 
be derived from the additional value of their property. It 
has been decided that the net earnings are to fe applied to 
improving the road until it is placed in first-class condition. 


Texas & St. Louis.—In the United States Circuit Court 
in St. Louis, June 25, a decision was given on the application 





of the com for leave to file an answer, to the bill in fore- 
closure. The denied the application, saying that the 
original bill in this case was filed. Jan. 12, 1884, when an 
interlocutory decree was ordered, reciting that the defendant 
company assented to the proceedings and appointing a 
receiver for the property. nder that decree and appoint- 
ment the Court itherto proceeded, passing on intervening 
claims and authorizing the e of receivers’ certificates for 
the preservation of the property. Court has also 
repeatedly intimated to all parties concerned that the fore- 
closure proceedings must be brought speedily to a close and, 
if necessary, the property sold and all rests connected 
with it finally adjusted. The defendant company then asked 
leave to file an answer, and the Court made a decision with 
respect to that application on June 1, but the terms of 
that decision were not complied with. In the pres- 
ent petition no reason is given why the defendant com- 
pany, after the lapte of nearly a year and a half, should 
seek to disturb all that has been done under its expressed 
assent. Nor does the company state that it is ready to pro- 
vide for the defaulted interest or for the expenditures made 
by the receiver. The Court consequently holds, that to grant 
the present petition could only cause useless delay, to the 
injury of all concerned. The edmoinistation of the road by 
the Receiver has not, and is not likely to produce sufficient 
means to meet past and accruing defaults. If the receiver- 
ship is to be continued some party to the litigation should 
become responsible, and it is evident that the company is not 
in condition to do so. The sale of the road in Texas has 
already been ordered, and it is for the interest of all con- 
cerned that the sale of the road in Missouri and Arkansas 
should take place at the sametime. With the sugeeeons 
made in the complaint of disagreements among the stock- 
holders the Court had nothing to do, and it is now too late to 
ask that all the previous actions of the Court should be re- 
versed and the controversy prolonged. 

The Court also denies the application made by Robert 
Bagnell, an individual stockholder, to file an answer on his 
own account, the ground of its refusal being substantially 
the same as those stated above. 

The Court then, on application of the trustee under the 
general mortgage, stated that it was Poy A to it the de- 
cree of foreclosure and sale, and directed that the trustee go 
before the Master and submit the proofs of its case. 


Texas Trunk.—A meeting of the board was held in 
Dallas, Tex., last week, at which two propositions were con- 
sidered. One to permit the road to sold as advertised, 
and the other to accept an offer made to pay off the judg- 
ment and extend the line to a connection with the Texas 
St. Louis. The board reached no final conclusion. 


Toledo, Ann Arbor & North Michigan.—This com- 
pany has just executed a contract with a syndicate to connect 
the southern and northern divisions of the road_ by building 
42 miles of road from South Lyons, Mich., to Owosso. The 
connection between the two divisions has been hitherto filled 
by using the lines of the Grand Trunk between the two 
points, a much longer route than the one to be built. The 
contract provides for the a of the new road by Nov. 
1 next, when the company will have a continuous line from 
Toledo, O., to St. Louis, Mich., 145 miles. 

The company has also contracted with other parties to 
build an extension of the road from the present northern ter- 
minus at St. Louis to Mt. Pleasant, 20 miles. The work is to 
be done by Nov. 1, and this extension will carry the road into 
the best portion of the white pine district and wil] make the 
line 165 miles long from Toledo to Mt. Pleasant. The chief 
object of the last-named extension is to secure lumber freight 
for ~ ss which now go northward from Toledo loaded 
with coal. 


Toledo, Cincinnati & St. Louis.—A bill in equity 
has been filed in the United States Circuit Court by a holder 
of car-trust bonds, asking for himself, and on behalf of others 
who may join in the suit, that the trustees be instructed to 
sell a large number of cars owned by the trust and apply the 
proceeds to the payment of the principal and overdue in- 
terest on the bonds. The complaint sets forth that a large 
number of cars were leased to the company in 1882. on which 
car-trust bonds to the amount of ,000 were issued, but 
since August, 1882, no rentals or payments of any kind have 
been made on these bonds; that a majority of the bondholders 
have notified the trustees to take possession of and sell the 
cars, and the suit asks that the trustees may receive the 
necessar wt to do so and apply the proceeds of the 
sale as s P 


Ulster & Delaware.—The town of Harpersfield, N. Y., 
has made application to the New York Railroad Commis- 
sioners for an order directing this commenay to complete the 
extension of its road from Stamford, N. Y., to Oneonta, or 
to refund $100,000 in bonds which were given by the town 
19 years ago to aid in the construction of the road, then 
known as the Rondout & Oswego. The road was originally 
intended to run from Rondout to Oneonta, but it has never 
been built further than Stamford, no part of the track being 
in the town of Harpersfield. The present oe acquired 
possession of the road through a foreclosure sale. 


Virginia Midland.—This company, forming part of 
the Richmond & Danville system, now announces the pay- 
ment of a back coupon on the cumulative income mortga 
bonds, and on July 1 the Central Trust Co., of New York, 
will pay the 3 per cent. coupon which fell due July 1, 1884. 
This issue of cumulative income bonds is very similar in 
form and tenor to the cumulative debenture mortgage bonds 
of the Richmond & Danville. 


Wabash, St. Louis & Pacific.—The strike, or lock-out, 
in the repair shops of this road, which began two weeks ago, 
still continues, the shops remaining closed. So far there have 
been no disturbances among the men. A meeting was held 
in Moberly, Mo., June 26, at which the men a resolu- 
tion that they would not go back to work unless all the men 
were taken on. Representatives from the shops at Spri 
and Decatur, Ill., were present, and stated that the men on 
strike there would unite in this action. 

The Receivers report that on March 1 last their cash ac- 
count was overdrawn $65,998, and that actual receipts for 
the quarter to May 31 were $5,765,475. The disbursements 
on all accounts were $5,826,246, and on May 31 the over- 
draft was increased to $126,769. There were $250,000 
certificates issued during the quarter, making $635, 
issued in all. 


West Jersey.—This company’s statement for May and 
the five months to May 31 is as follows: 








— —-May.--—-— -—Five months — 

1885. 1884. 1885. 1884, 
Ea ee ee $96,068 $102,969 $399,745 $405,134 
Expenmses.............+.. 60,407 69,060 264,021 262,931 
Net earnings ......... $35,661 $33,908 $135.724 $152,203 
Interest and rentals ...  ........-.0.00+ 95,474 99,112 
Surplus... .. .o0..scocccesceccoccccces cove $40,250 $53,091 


This shows for the five months a decrease in 


earnings 
of $15,389, or 3.7 per cent.; an increase expenses of 


Id | Chi 


$1,090, or 0.4 per cent., and a resulting decrease in net 
earnings of $16,479, or 10.8 per cent. decrease in in- 
terest and rentals was $3,638, or 3.7 per cent., leaving a de- 
crease of $12,841, or 24.2 per cent., in the surplus. 


West Penn & Shenango Connecting.—On -—_ 
cation of the creditors, the United States Circuit Court ' 
appointed James I. Blair Receiver of this road. The com- 

ny has a line from Butler, Pa., to a connection with the 
oe 8 & Allegheny road. The road was built to con- 
nect that road with the Pennsylvania branch to Butler. 








ANNUAL REPORTS. 
The following is an index to the annual reports which have 
been reviewed in previous numbers of the current volume of 
the Railroad Gazette : 
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Central Vermont............ 342 
Charlotte, Col. & Augusta...... Northeastern (South Carolina).151 
Chesapeake & Ohio Northern Central...... ......-.. 135 
OS SSS oe Northern (New Hampsbire)....325 
Chicago & Alton........ 133 Pacific Mail Steamship Co. 343 
Chi., Burlington & Gpiney 183,228 Pennsylvania Railroad 1 
Chi., Milwaukee & St. P...101,167 Peoria, Decatur & Evans 
Chi., Rock Island & Pacific.....324 Petersburg ......... 
Cin., Hamilton & Dayton. .....407 Ppiladelpste & 
Cin., N. Orleans & Tex. Pacific.183 Phila., Wil & Bult more 
Cleve., Col., Cin. & Ind......... 213 Pitts & Castle Shannon 
Cleve., Lorain & Wheeling.....342 tts , Ft. Wayne & Chicag w2 
Columbia & Greenville ... ACG Pit h e Ei 
i. doe iu varescancniat 324 Portland & Rochester 

Connotton Valley.... ..... .. 71 Portland & iensburg 
Del. & Hudson Canal Co...101, 343 Richmond & Alleghan 
Del., Lacka. & Western........ 124 Rich. &West Pt 
Eastern R. R. Association..... 273 Rochester & Pittsbu 
Fitch 3 Rome, Wat. & Ogdensburg 
Fort Wortb & Denver City..... 37 St. L. & San ci 
Geo Pacific 7 St. L., Vandalia & 

-eorgia Railroad St. Paul & Duluth 
Grand Trunk . Savannah, Fiorida & Wes 
Guilt, Colorado & Santa Fe.. .391 Sea Ro 

an. Junc., Han. & Gettysb'g.391 South Carolina.... .... ... ....188 

artford & Conn. Western..... 71 Southern Pacific (Cal )......... 355 
Housatonic.. ..........--+-.++++ 167 Terre Haute & Indianapolis. ...1¥8 
Huntingdon & Broad Top Mt...101 Terre Haute & port..... 198 

linois Central.............. 3,184 Texas & New Orleans....... ... 247 

entucky Central......... .... 214 Texas & Pacific —.......0-..0008 67 
Lake Shore & Mich. So .. 204, 310 Toledo, Ann Arbor & N 
LMGBOMSD ne ccccccccccccscces 213 Troy & Greenfield.... 407 
high Coal & Navigation Co..128 Union Pacifie..................6+ ov 
Lehigh Valley......... + ssese+e 52 Utah Central......... es 
Long Island ....... onee 2 Usies & Black River.. 

tern 








Wes . 
Maine Central... ............. 
Marquette, Hough. & Ont .277 
Mexican Central............++++ 
Michigan Central...... .......- 





Chicago & Western Indiana. 


This company owns a line which forms the entrance into Chi- 
cago of the Chicago & Atlantic, the Chicago & Eastern Illi- 
nois, the Chicago & Grand Trunk, the Louisville, New Al- 
bany & Chicago and the Wabash, St. Louis & Pacific roads. 

The road is 5D miles long and has four tracks for its en- 
tire length. There are also 10 miles of sidings and 34 miles 
of yard tracks, making a total of 132 miles of track, of 
which 52 miles are leased to the Belt Railway Co., of Chi- 
cago, a subordinate corporation. The report is for the year 
ending Dec. 31. 

The company owns 12 locomotives; 100 gravel, 50 stone, 1 
wrecking and 5 caboose cars; 20 hand cars. Most of this 
equipment is used by the Belt Co., which also leases and op- 
erates the elevator ‘‘ Indiana” (owned by this company), 
which is of 1,500,000 bushels capacity. 

The general account, condensed, is as follows : 


tin itadschéicce sh: bondvsep vege sientechanne $5,000,000 
SE. > su5 inde Ans ceeeeh, ods 0d) d00ne pbanvant 8,896,667 
a vvckh obih wibetdbwsvsieaecbhevoneb ester . 825,967 
Bills, accounts and interest payable..................-. 124.610 
NE ras 5 gcd Sige ceagisse 600 seeeninaeiecne we 






ae 

ost of pro aoe 
Materials <i hand 
Accounts due........ 


“ 


rustees . Y 
* Drexel, Morgan & Co.... .. .....06. 81,285 
14,896,962 

The funded debt consists of $10,500,000 general mortgage 
bonds issued, less $1,603,333 canceled on Chicago & Grand 
Trunk account. 

As the several companies using the road keep their own 

accounts, no statement of earnings and expenses can be made. 
The receipts and expenditures were : 
Cash on hand Jan. 1 
Materials on hand Jan. L....... «2.2.26. -seeceee cee eeee 
Accounts receivab'e Jan. 1 
Cash from Drexe!}. Mo 








& Co., trustees, ete 
Rents and sales of surplus property.... .... , 





Sundry accounts collected from lessees.......... dite 
Man ccccsgesapnetssvedseas ssreenederdasnuncian 
Paid on propery ee SR 0.55 
Vouchers, bills payable and sundry accounts. 469,067 
Paid on account of lessees .................. . 4,348 
Surplus over interest returned to lessees..... 19,122 
Materials on hand Dec. 31.... .. ......++-. 16,013 
——- 1,239,104 
A TD os oss nnnecctnann.c, cnreree© . $111,183 


The President’s report says : ‘‘ This company wasorganized 
June 6, 1879, and the road was opened for traffic in May, 
1880. Upon Jan. 26, 1882, a consolidation was effected with 
the South Chicago & Western Indiana Railroad Co., and the 
icago & Western Indiana Belt Railway Co., under the 
name of the Chicago & Western Indiana Railway Co. That 
tere of the road lying between South Chi and the in- 

rsection of the Chicago, Milwaukee & St. Paul Railway, 

ther with the Indiana elevator, has been leased to 
Belt Railway Co., of Chicago, and is now operated by it. 
* * * At present there is no new work contemplated or 
under way other than the completion of Dearborn station and 


train s| and Chicago & Northwestern viaduct. com- 
pany has still among its assets a large amount of lus prop- 
erty situated between Polk and Van Buren streets, which 


was acquired with a view to locating the depot on Van Buren 
street as originally designed. The opening of Dearborn street 
from Jackson to Polk street has very greatly increased the 
value of the property, so that when sold it will be at a hand- 
some profit above its cost.” 

BELT RAILWAY, OF CHICAGO. 

This subordinate company operates 32.45 miles of main 
track, with 20.89 miles of second track and 20.80 miles of 
sidings ; a total of 74.14 miles of track, of which 52 miles 
are leased from the Chicago & Western Indiana Co. It owns 
8 locomotives, leasing the rest of theequipment used from the 





same company. 
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Its financial statement is as follows: 






CRANE I 5 iia boo ccc n000 3 ncwnce chs 0gbaiecss eee $200,000 
Loans, bills and accounts payable.......... -.-.+.++-+++ 320,891 
Reale etek ate ccst oanaent bceceby on aoe . $520,891 
Construction and oqement Si gaacenenecees wee 76 332 
Chicago & Western Indiana bonds...... 201,233 
Accounts receivable........ .....++-+ auc! eae se 
CN 5b bork ads pccece Se aneuns aos) sedasstee oshans 9,183 
in akn net .bieetinniand ack Apa pay, PR Le 172,184 
—-—- 520,891 


This com ny has no bonded debt. The loans above noted 
amount to Rt ,000; bills payable, $12,000; accounts paya- 
ble, $158,891. 
The earnings for the year were: 
TE, fic aii enosintncnsadcbereranteds crnns.gnesssveynar $216,411 
Expenses (86.1 per cent.)......0. cscccccccccecrceeccececs 186,297 
WOE COCR GG oie si: 5c 8cck a 560 cdrctodeege bathed toskhaine $30,114 
The rentals and taxes paid amounted to $121,820, showing 
a deficit of $91,706 as the result of the operations of the year. 


Wisconsin Central. 


This road is in peveaien of trustees who operate it for ac- 
count of the bondholders, pending the financial and corpo- 
rate reorganization of the company. Their report is for the 
year ending Dec, 31 last, during which the mileage worked 
including the main line from Neenah, Wis., to Ashland, 254 
miles; the Portage Division, 70 miles; 11 miles of short 
branches; the leased Packwaukee & Montello Branch, 7 
miles, making the Wisconsin Central proper 342 miles, to 
which is to be added the leased Milwaukee & Lake Winnebago 
road, from Neenah to Milwaukee, 98 miles, this distance in- 
cluding 38 miles of track, from Schleisingerville to Mil- 
waukee, owned by the Chicago, Milwaukee & St. Paul Co., 
and used under lease. The total mileage worked was thus 
440 miles, 

The annual report of the Agent of the trustees, Charles L. 
Colby, to John A. Stewart and Edwin H. Abbot, trustees 
in possession, for the year ended Dec. 31, 1884, embraces 
details of operation only, the financial and corporate reor- 
ganization not yet being fully completed. 

The report of the Land Department shows 813,700 acres 
received in the land grant. In 1884, 9,007 acres were sold 
for $40,678; also $13,357 received from sale of town lots, 
and $57,465 from stumpage. Up to the closeof 1884 the 
grand total of sales in the department had been as follows : 
140,306 waren OF land FOP... ...0. ccccccccccceccccsoscoce $471,579 
1,539 town lots and 19 blocks................. aaaitomtecs 56.261 
424,883 M pine stumpage 680,554 


I: a pin <p eleeais nba fs Ken Okie neKegeson sting sianesen $1,208,394 
The value of the land contracts outstanding Dec. 31, ex- 
clusive of interest, was $106,078. 
The earnings for the year were: 
1884. 1883. Ine. or dee. P. 








OI 5655.5. dsnds Conte $916,263 $924,699 D. $8,436 0.9 
Passengers ....... «» 435,747 460,128 D. 23,3881 53 
Mail and express....... 51,245 36.612 I. 14,633 39.6 
rere eo 25 820 26,360 D. 640 2.1 

Lo, Se -$1.429.075 $1,447.799 D. $18,724 13 
Fe re 957,745 973,733 D. 15,988 1.6 
_Netearnings ....... $471,830 $474.066 D. $2,736 0.6 
Gross earnings p. mile. 3,248 3,321 D. 73 2.2 
Net - Cy 1,071 1.087 D. 16 «21.5 
Per cent. of expenses.. 67.0 67.3 D. OB. wns 


After paying operating expenses and rentals, car service 
and taxes, $319,651 in all, there was a balance of $151,679, 
being $29,019 more than at the end of 1883. In explanation 
of the falling off of earnings, the decrease is accounted for : 
First, by the fact of the general depression of business 
throughout the country; secondly, by the action of the arbi- 
trators in establishing the rates to the Southwest at junction 
points in the Northwest so much above the Chicago rate as to 
almost — shipments to Southwestern points by rail. 

The Agent’s report says: ‘‘ The Northern Pacific Railroad 
Company completed on Dec. 29 its line to Ashland, but it is 
not yet fully opened for business, so that no advantages were 
derived from this source in 1884. The Minnesota, St. Croix 
& Wisconsin was also finished on the same day, but this con- 
nection with St. Paul and Minneapolis, while giving great 
promise of future advantages to the Wisconsin Central was 
not made in time to be of any advantage to us during 1884. 
The severe floods of last August did great damage, both to 
our property and to lines of connecting road, so that large 
expenses were incurred for repairing bridges, track, etc., and 
traffic was interrupted for several weeks. The lease of the 
Milwaukee & Lake Winnebago Railroad has continued to be 
a source of profit, and has this year earned for us over and 
above rental, operating expenses and taxes, 2 net profit of 
$104,475.” 





Denver & Rio Grande. 


This company has made as yet no report for the year 1884. 
The following figures are from a report made by Mr. T. H. 
A. Tromp, who recently made an inspection of the road as 
delegate from the Amsterdam bondholders’ committee, and 
who presents the result of his investigations in a long and in- 
teresting report. 

The mileage owned and worked, 1,317 miles, was not 
changed. From Jan. 1 to July 1 the company operated also 
the Denver & Rio Grande Western, B68 miles, in Utah, 
under a lease which was terminated by the Receiver. 

The equipment includes 239 locomotives ; 82 passenger, 
12 chair, 2 observation, 11 combination, 5 emigrant sleeping 
and 71 baggage, mail and express cars ; 2,676 box, 45 refrig- 
erator, 443 stock, 2,552 flat and coal and 84 caboose cars ; 3 
officers’ cars and 61 road and service cars. 

The company’s liabilities are given us follows : 
iis oh eb ais deck vu. candies KtateTecsmesqins cots scene $38,009,000 
NOIR, Sacco. Fad dros Cheswedsvch sacascdbdesedes 29,727,500 
1,756,831 


RE Kalra on Sa loebense ta We sh ah +n 4icier pines es . $69,484,331 

The company holds $4,360,000 stock and $1,436,000 bonds 
unsold. The floating debt statement is brought up to the close 
of the year. The funded debt includes $6,382,500 first 7s; 
$19,740,500 consolidated 6s; $2,500,000 general mortgage 
5s, and $3,604,500 car trust certificates. The yearly charge 
on these bonds is $2,193,610. 

The earnings of the Denver & Rio Grande proper, 1,317 
miles, for the year ending Dec. 31 were : 

















1 i 3. Ine. or Dec. P.c. 

Earnings............ $5,552,104 $6,555,779 D. $1,003.675 15.3 
Expenses.... ....... 4,010,181 4,187,320 D. 177, 4.2 
Net earning...... $1,54',923 $2,368,459 D $826,5°6 34.9 
Gross earn. per mile 4,216 5,043 D. 827 16.5 
Ne bd . Pee 1,172 1.822 D. 650 36.0 
Per cent. of exps... 72.2 60.1 I ee 


Taxes are included in expenses. Betterments last year 
amounted .to $572,667; they are not included above. De- 
ducting them from net earnings, there remains a balance of 
$1,020,676 for the year. . The earnings of the Denver & Rio 
Grande Western from Jan. 1 to July 11, when the road was 


given up, were $376,815; expenses, $577,046; deficit for the 
half-year, $200,236. 

Mr. Tromp made a careful inspection of the road,fand found 
most of it in fair condition. The Receiver is doing what he 
can to improve it, but much still remains to be done. The chief 
improvements needed are widening of the road-bed over 
much of the line; the substitution of iron bridges for wood, and 
especially for the pile bridges, which are ill adapted to the rapid 
mountain streams of Colorado ; ballasting of the road, and 
the use of 40 or 45-lb. steel, in place of the 30 and 35-lb. 
rails, with which much of the road is still laid. For the very 
heavy grades in the Marshall Pass and at other points, he 
recommends the use of special locomotives, to be as heavy as 
it is practicable to make them on a narrow-gauge line. 

As to the equipment, while many of the locomotives are 
too light for the main line traffic, these can still be used on 
the branches. The passenger cars are in good condition, 
but the freight cars, while sufficient in number, are gener- 
ally in poor condition. 

In relation to the branch lines, he finds that a number of 
them have been built to serve an insufficient traffic. Six of 
these branches, 496 miles in all, do not earn their working 
expenses, to say nothing of interest on their cost. 

The fixed charges on the road he considers too high for a 
new line. The present condition of the company he ascribes 
to: 1. Careless management; 2. High fixed charges, result- 
ing largely from the building of unprofitable lines; 3. A 
severe winter and the depressed condition of trade and min- 
ing. 

His report speaks at considerable length of contracts, espe- 
cially that with the Colorado Coal & Iron Co. While this 
company has furnished nearly one-half the tonnage of the 
road, it has contributed only about 30 per cent. of the 
freight earnings. 

From the nature of the country the road cannot expect to 
be supported by agricultural or stock traffic, but must ex- 
pect to depend largely on the mines, and its earnings must 
therefore fluctuate considerably with the changing condition 
of the mining industry. For this there is no possible remedy, 
and the owners of the property must be prepared for it. 

He recommends that the road be put in good condition and 
measures taken to increase the traffic, especially by the 
development of the coal mines on the line. For its proper 
management, the control of the road should be placed in the 
hands of officers livmg in Colorado, and a majority of the 
directors should live in that state. 

With regard to the Denver & Rio Grande Western no re- 
commendation is made, and the question of consolidation 
may safely be postponed until after the reorganization. The 
Utah line is in very poor physical condition. East of the Mt. 
Pleasant coal mines it has a very thin traffic, while from 
that point to Ogden, through the best country on the line, it 
has to meet the close competition of the Utah Central, and 
its present earnings are very light. 


Chicago, Rock Island & Pacific. 


At the close of its last fiscal year, March 31, 1885, this com- 
pany worked the following lines of railroad: 

Main line, Chicago to Council Bluffs...... ...............-- 499.2 
Kansas line, Davenport, la., to Atchison, Kan.... ......... 345. 
Leavenworth Brauch, Atchison June. to Leavenworth, 








7] 





Macs o)s6:6 ccaie wabie a <a pda Rae camel 4 Cg AA baereals a 21.5 
Kansas City Line, Cameron, Mo., to Kansas City, leased.. 54.3 
Oskaloosa Branch, Washington, Ia., to Knoxville.... ..... 77.5 
Peoria Branch, Bureau June, to Peoria, leased.... ....... 46.7 
Branch line, South Englewood to South Chicago.... ...... 7.5 

- +o Wetbont, 26... 60 TRB ORTING 55 ic ke ise. ccccseces 12.0 
he Ne Wt0th 60 MGMTOS. 200. osc ccccses Savecreccces 17 0 
= ‘* Des Moines to Indianola and Winterset ...... 46 9 
= Menlo to Guthrie Centre........... pavmeneeene 14.5 
- RUG RDI sk occas cdeins Kevcsdese’s 24.5 
= PIRES Ui ARON ss. nsnaicce: s6eiscacneasce 14.4 
. OY IS cca xck) -Sccucnacp cocscde<sce 17.6 
am D> SRN MOINES Stcnceaiccvcessa ce sesnens Eee 
= Keokuk to Des Moines, leased ....... .......- 162.2 
, S. “Be. Zion to BMCORMUGUR. «25 oc ccccss, vcssvivece 4.5 
. WERE 20 TS TN voice cinces siete covers 6.0 

MMs 510: bo) lo he GREE S eam Re aE cua eater .meekeee 1,383.4 


Of the road operated the company owns 1,120.2 miles and 
leases 263.2 miles. There are 162.7 miles of second track, 
and 280.1 miles of sidings. Of the road 236 miles are in 
Illinois, 921 in Iowa, 224.4 in Missouri, and 2 miles in 
Kansas. 
The only addition during the year was the extension of the 
Wilton Branch, 1 mile. As compared with last year’s report 
several small changes in mileage are reported, due apparently 
to a remeasurement of the several lines. There were 22.7 
miles of second track and 8.2 miles of sidings added last year. 
The equipment includes 320 locomotives; 135 passenger, 
23 sleeping, 9 dining, 10 postal and 43 baggage cars; 4,554 
box, 1,253 stock, 1,825 flat and coal and 219 caboose cars; 
3 officers’ and pay cars and 700 gravel, hand and other 
service cars. 
The general balance sheet is as follows : 

Liabilities : 


Capita] stock fixed $50,000,000, amount issued....... $41,959,800 
Fractional scrip outstanding, convertible into stock.. 200 
Six per cent. mortgage coupon bonds...... $5.465,000 
Six per cent. mortgage registered bonds... 7,035,000 
Five per cent. extension coupon bonds..... 2,710 000 
Five per cent. extension registered bonds.. 290,000 

———._ 15,500,000 
Chicago & Southwestern bonds, guaranteed.......... 5,000,000 
Addition and improvement account................+. 7,750,000 
BURDONSS GOCOUNE..... 2.20 ccee crc cccccecesccccccces sos 11,239 
Balance due other railroads........ . 18,960 





Profit balance of income account 


Assets: 
Cost of road and equipment, including all Lranch 
roads owned by this company .......... ...... ..--$59,318,229 
Cost of railroad bridge at Rock Island................ 758,526 
Capital stock and bonds of connecting roads.... ..... 7,064 389 





Loans, payable on demand, and cash in New York.... 2,027,901 
Six per cent. mortgage coupon bonds on hand........ 400,000 
Five per cent. extension coupon bonds on hand....... 510,000 
Due from Post Office Department.... ..............+ 46,766 
Stock of material, fuel. ets:., on hand...... ........... 342,067 
Cash and balances due from other roads in hands of 
Local. Treasurer, Chicago............ssceasesees coos 249,604 
OI acc aced<seeatuetivensdbgiues Saurencpene sess 70,717,482 


The bonded debt was increased during the year by the issue 
of the $3,000,000 extension 5s. There were sold $2,490,000 
of these bonds and $200,000 firsts, the proceeds being in- 
vested in stocks and bonds of connecting lines. 

The traffic for the year was : 

1884-85. 


1883-84. Pa Inc. or Dec. P 


Passengers carried.... 2,848,900  2,813.327 I. 35,573 1.3 

Passenger-miles .. ..122,618.235. 128,819,160 D. 6,200.925 48 

Tons freight carried... 3.980.502 3.618,141 I. 362,361 10.0 

Ton-miles. . ...... ...780,944,261 734,601,380 I. 46,342,881 6.3 
Average receipt: 

Per passenger-mile.... 2.466cts. 2.572cts.D. 0.106ct. 4.1 

Per ton mile - 2 “ 1100 “ bD. 0.060 * 355 





The average cost per unit of traffic, assuming one passen- 
ger-mile equal to one ton-mile, was 0.767 cent last year, 
against 0.817 cent in the preceding year. The average pas- 
senger journey last year was 43 miles; the average freight 
haul was 196 miles. For the company’s use 337,111 tons of 





freight were carried 30,211,367 miles, for which no charge 


wasmade. This freightis not included in the statemen 
above. 

The train and car movement was as follows : 

Train-miles : 1884-85. 1883-84. Inc. or Dee. P.c. 








Pas-enger............ 2479343 2:408,634 I. 70.709) 2.7 
acc wias0n, aeasss 7.406.267 7,007.495 I. 398.772 5.7 
| A 628,606 585,179 LI. 43,427 °7.4 
eee . 10,514,216 10,001,308 I 512,908 5.1 
Passenger car-miles.. 14,028,526 13,536.591 I. 491,935 3.7 
Freight = * ,.101,483,962 9°,457.832 I. 4,026,130 4.1 
Service ne y 3,020,685 2,610,322 1. 410,363 15.7 
Av. train load: 
Passengers, No...... 49 53. =+ODz«z 4 %7.5 
Freight, tons .... .. 106 105 I. 1 09 
Av. receipt : 
Pass. train-mile...... 122 cts. 154 cts. D. S82cts. 20.8 
ee Pe ceaincd 3 110 “ 115 * D. oe 4.3 
Cost per mile, all 
ern 68 * 7 D. ~~ 6.8 


Locomotive service cost 15.85 cents per mile run ; mainte- 
nance of way, 11.87 cents. The average train was 5.91 
passenger, or 19.60 freight cars. 

There were 173,064 loaded freight cars hauled across the 
Rock Island bridge, carrying 1,844,045 tons of freight. 

The average number of men employed last year was 8,148; 
their average pay $41 per month. The largest number em- 
wores was 9,041, in September ; the smallest, 7,098, in 





anuary. 
The earnings for the year were : 
1884-85. 1883-84. Ine. or Dec. P.c 
Freight..... .. .... $8,144,142 $8,056,316 I. $87,826 1.1 
Passengers. ........ 3,023,884 3.313.449 D. 289.565 88 
ae 191,090 260,564 D. 67,474 243.9 
a, ee 147.423 144.825 I. 2,598 1.8 
Kents. interest, etc.. 497,550 D. 10°.4597 17.1 
Car mileage. ........ 164.067 { 44.761 29.9 
Telegraph............ 8,755 D. 2,153 19.6 
Ee $12,206,911 D. $3°8 €04 2.6 
Expenses... ...... 7,160,324 D. 137,678 1.9 
Net earnings....... $5,046,587 $5,237,513 D. $190,926 3.6 
Gross earn. per mile. 8,824 9,057 D. 233 2.6 
Net * ox a 3,647 2.784 D. 137 3.6 
Per cent. of exps..... 58.65 58.22 I. 0.43 - 


Taxes are included in expenses, amounting last’ year to 
$294,605, or 2.21 per cent. of gross earnings. ; 

There were used in renewals 6,934 tons of steel rails and 
306,047 new ties. Expenditures for additions to property 
were $850,805, the larger items being $333,355 for new 
second track; $170,752 for reducing grades, filling trestles 
and changing line; $78,124 for bridges and culverts and 
$102,520 for new equipment. 

The double-track iron truss bridge, 1,232 ft. in length, 
over the Rock River, between Colona and Carbon Cliff 
Stations, Ill., in process of construction at the date of the 
last report, has been completed, and is now in constant use. 
New depot buildings have been constructed at Tracy avenue, 
near Washington ‘Heights, Ill.; at Colfax Mineral Springs, 
Iowa; at Floris, Iowa; and an addition made to the depot at 
Gallatin, Mo. A brick building, 60 by 80 ft, has been 
erected at the Chicago shops for the use of the pattern-makers 
and carpenters connected with the locomotive department. 

A car-repair shop, 50 by 154 ft., hasbeen built at Trenton, 
Mo., and an addition to the machine shop, 46 by 100 ft., has 
been built at Stuart, Ia. A coaling-house, capacity 60 
tons, has been built at Washington. Ia., and additional water 
tanks, stock yards, track scales and other station facilities 
where required. Additional side tracks, amounting in the 
aggregate to 8.2 miles, have been added to the mileage during 
the year. 

The only work of construction done during the year has 
been the extension of about one mile to the Wilton & Tipton 
Branch in Iowa. Five locomotives, 1 directors’ car, 2 reclin- 
ing-chair cars, 1 railway post-office car (rebuilt from a mail 
ear), 5 fruit cars, 2 caboose cars and 100 stock cars have 
been added to equipment during the year. 

The result of the year was as follows : 


MON. 5 i=. So naan eeviscen wists aeeaeeiec es $5,046.587 
Net cash from land department............... .e.e..e ee 330,000 
Total... . ...$5,376,587 


TOROTORS CG DOWIE. nic coccccecences ccvscnce-« 


Rentals of leased lines .......... .- ... .seee 301,122 
Rentals and tolls, Mo. River bridges......... 193.344 
Dividends, 7 per cent...... 2,937,186 


Carried to addition and improvement ac- 


I baw scss sanded’ Uexedsiaane Pa 750,000 
— -—— 5,279,402 
0 Te ETP Me eT ere tee $97,185 
Balance from previous year............ ceescceseee eeee 380,098 
Income account, balance, March 31, 1885........ ~ $477,283 


The Land Department reports that during the year there 
have been sold by warranty deeds or contracts, 4,032 acres 
of the land grant, the title to which was believed perfect, for 
a total consideration of $44,011; the price realized being 
thus nearly $10.911¢ per acre onan average. There have 
also been conveyed by quit-claim deeds, lands, the title to 
which was disputed, to the amount of 516 acres, for 
which $607 was received. In the town of Audubon, the 
building owned by this company, hitherto occupied by Audu- 
bon County as a court-house, has been sold to the county for 
$7,500, for which sum the county has issued its bond. 
This sale, with sales of other lots during the year, 
now makes a total, received to date from the sale of lots, etc. , 
in Auduhon, of $47,370. The bills receivable, now on hand, 
from the sale of land, are for a principal sum of $905,927. 
Collection of interest for the year has amounted to $73,677. 
On lands unsold, Nov. 1, 1884, taxes were paid, amounting 
to $4,235 on 20,064 acres, and town lots. Back taxes to the 
sum of $199 were paid on lands, where former sales have 
been canceled and lands resold. 
From the collections of the Land Department,Commissioner 
Drew has remitted to the Treasurer of the company at New 
York during the year $330,000. The number of acres left 
undisposed of on the books, the title of which is believed to 
be perfect, is now only 18,652. The last year, though the 
crops were in general good, was but a poor year for the sale 
of land in Western Iowa, owing partly to the very low prices 
ruling after harvest, and partly to the prevailing hard times 
throughout the country. The remaining tracts are much 
scattered, and of course are, to a considerable extent, of the 
less desirable class, but will be in continually greater demand 
as the surrounding farmers grow better off and are able to 
buy adjoining property. 
he report says: ‘‘Thata general depression in all branches 

of business, commercial and financial, has existed during the 
past year is an undeniable fact, and that it was confined to 
no particular locality is demonstrated by an analysis of this 
business, which shows that in the earnings from the transporia- 
tion of passengers, exclusive of all other items, at 173 strictly 
local stations, where no competition with other lines exists, 
there was a decrease of 9.90 per cent., while the earnings at 
69 stations, which are competitive with other lines, decreased 
9.51 per cent., showing that while the depression has been 
general, the company has held its own at competitive 
points. * 

‘* Every effort has been made, and, we think, successfully, 





to maintain the road, in all its appointments, in the excellent 
condition for which it has become noted.” 


oe 





